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G E H E R A L. 


1* Brief History — (a) To exercise effective c<m.traa„ 
over the construction and operation of the first railways 
in India, which‘were entrusted to private companies 
incorporated in the United Kingdom, Consulting B:igine©rs 
were appointed under the Government of India. Later, when 
the Government undertook the construction of railways, the 
Consulting Jangineers were designated as Government Inspectors. 
In 1883, their position was statutorily recognised. Two 
decades later, the Government Railway Inspectorate, so called, 
was placed under the Railway Board \»hich was established 
in 1903. 

(b) Under the Indian Railway Board Act, 1905 arid 
Notification No.80l dated 24th March 1905 of the D^artment 
of Commerce and Industry, the Railway Board is vested with 
Powers and functions of the Central Government under various 
Sections of the Indian Railways Act, 1890, in respect of all 
railways in India, and is authorised to make General Rules 
for the operation of railways. It thus follows that the 
Railway 33oard is the Safety Controlling Authority for the 
working and operation of Government and company-managed 
railways* 

(c) Section 181(3) of the Government of India Act of 

1935 provided that ‘’functions fer securing the safety 
both of the members of public and of persons operating the 
railways, including holding of inquiries into the causes 
of accidents should be entrusted to officers indepacdeist 
of the Pederal Railway Authority”. 

To avoid direct subordination of the Railway 
Inspectorate to the Railway Board, the Pacific Locomotive 
Committee, headed by Lt. Colons A.H.L, Mount, ttien Cfeief 
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Inspecting Officer of British Railways, suggested in para 210 

of their Report of l939s ' 

"tfe understand that, under the Goveanament of 
India Act, 195^> it is contemplated that the 
Inspectorate will be separated from the control 
of the Railway Board# This is very desirable 
in so far as it will-eradicate the present 
anomaly of the Board being the Inspecting as well as 
the Executive Authority. Ve were informed that the 
Board fUlly appreciate the position, and woizld 
welcome the change, although it appears that, in 
practice. Government Inspectors have generally 
retained their freedom of judgement,.,,” 

The Principle of separation of the Railway J.nspaotorate 

from the Railway Board was endorsed in 1940 by the Central 

Legislature .who recommended that "Senior Government Inspectors 

• • 

of Railways should be placed under the administrative control 
of syme authority of the Government of India other than the 
Railway Board”. Accordingly, the Railway Inspectorate was 
placed under the administrative control of the Department 
of Posts and Air, thereafter fr.hder the Ministry of Transport 
and Communications. Since May, 1967» the administrative 
control over the Railway Inspectorate, designated as th e 
Commission of Railway Safety since 1st August 1966, is 
exercised by the Ministry of Tourism and Civil Ayiation. 

(d) The responsibility for safety in the working 
and operation of railways rests solely with the Railway Board 
and the Zonal railway authorities. The main task of the 
Commission of Railway Safety is to assist railway executives 
with a view to ensure that all reasonable precautions are 
taken in regard to safety in train vperation. The Railway 
Board does refer to the Commission matters relating to 
modification or enhancement of standards in respect of 
operation of trains, track, l%#o6motives, rolling stock and 



signalling — embodied in the General Rules, Rules for 
Opening of New Lines, Manuals, I.R, C,A, Regulations, Schedules 
of Dimensions and other publications. Suggestions made by the 
Commission of Railway Safety are duly considered by the 
Railway Board before necessary revisions are notified, 

2, Responsibilities — (a) The principal finctions 

of the Commission of Railway Safety are : — 

(i) Inspection of new Railway Lines prior to 
authorisation for passenger traffic* 

(ii) Periodical inspections of Open Lines, 

(iii) Approval of new works and raiewals affecting 
. passenger-carrying lines, 

(iv) Investigations into accidents, including 
inq.uiri es'into such accidaits to passenger 
trains as are considered to be of a serious 
nature, 

(v) General advice on matters concerning safety 
of train operation, 

(b) Statutory powers of an Officer of the Commission 
of Railway Safety, and facilities to be afforded by railways, 
are specified in Sections 4 to 6 of the Indian Railways 
Act, reproduced below 

"Section 4 ; (1) The Central Governmait may appoint 
persons by name or by virtue of their office, to 
be Inspectors of Railways. 

(2) The duties of en inspector of . 
Railways shall be — 

(a) to inspect railways with a view to determine 
whether they are fit to be opened for ihe 
public carriage of passengers, and to report 
thereon to the Central Government as required 
by this Act* 

(b) to make such periodical or other inspections 
of any railway or of any rolling-stock used 
thereon as the Central Government may direct; 
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(o) to make inquiry under this Act into the cause 
^ of any accident on a railway; 

(d) to perform such ether duties as are imposed 
- ©n him by this Act or any ether enactment 

for the time being in force relating to railways. 

" Section 5 : An Inspector shall, for the purx)ese 
--•of-ar^ of the duties which he is reqn.ired or 
authorised to perform under this Act, be deemed 
to be a public servant within the meaning of 
the Indian Penal Code (45 of 1866>:) and, subject 
to the control of the Central GevemnEn t , shall 
for that purpose have the following powers, 
namely 

(a) to enter upon and inspect any railway or 
.. . any rjlling stock used thereon; 

(b) py an order in writing under his hand 

. addressed to the railway administration, 
to require the attendance before him of 
any railway servant, and to require 
answers or returns to sucK inquiries as 
he thinks fit to make from such railway 
servant or fron the railway administration; 

(c) to require the produotion of any book or 

. documents belonging tc or in the possession 
or control of any railway administration 
(except a communication between a railway 
company and its le;^al advisers) which it 
appears to him to be necessary, to inspect. 

'’ Section 6 : A railway administration shall afford 
- to - the Inspector all reasonable facilities 
for performing the duties and exercising the 
powers imposed and conferred upon him by this Act”. 

(c) The.duties under Sections 4(2)(a) & 4(2)(b) of 

the Indian Railways Act have been detailed in succeeding 

Sections 17 to 20, and 22 to 24. These are — 

(i) To sanction the opening of new railway lines 
after inspection on behalf of the Central 
Gtjvemment. 

(ii) To inspect a railway or a part of it and submit 
. a detailed inspectioii report to the Central 
Government. 

(iii) Tc sanction the execution of all works, including 
, new works, affecting the safety of lunningH-ines, 
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(iv) To report to the pen lr«.T aovtJi imcn t ariy 
condition whi may endanger the safety of 

the trav 0,13 ing public, and make recommendations , 

(v) To inspect a closed railway prior to re-opening* 

(cl) Junctional, duties, includ.-ing field inS';>ections, 
of an Inspector of Railways, since designated as Additional 
foramissioner of Railway Safety, are amplified, among other 
technical publications, in the Railway Board* s: — 

(i) General Rules for all Open Lines of Railways 
- in India, administered by the Governacait* 

(ii) Rules for opening of a Railway or Section of 

a R8-ilway for the public c^iriage of passengers* 

(iii) Indian Railways! Codes of practice for 
Engineering works* 

(iv) Indian Railwc^ys? tfay & Vorks and Signal 
, Engineering Manuals, 

(v) Schedules of Dimensions* 

(^•) Indian Railway Conference Association Regilations* 

(vii). Rules for Notices of and inquiries 
. into Accidents, 

The Additional Commissioner of Railway Safety is thus 
responsible for the dtay-to-day sanctions he accords for works 
affecting the safety of the running road, for dispensations 
agreed to under "approved special instructions* after due 
examination of each application, and for detailed Reports of 
inspections of Op®n Line geotions, of New Lines, Conversions. 
Sections doubled, trebled or quadrupled, of Electric Traction 
and so on, 

(e) After its separation from the Railway Board in 
May 1941, a post of Chief Government inspector of Railways, 
since designated as Commissioner of Railway safety, was 
created to enable the Ministry, under which the Railway 
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Inspectorate was placed, to exercise "effective technical 
control". 

The Cominissicuier of Railway Safety directs the 
technical activities of the Organisation and is responsible 
for advising the "controlling” Ministry in matters relating 
to recruitment of officers, transfers and promotions, budget 
and e3q)enditure« The Commissioner deals principally with t- 

(i) Matters appertinent to Field Inspections and 
, Statutory Inquiries into Accidents, 

(ii) Inspection Reports of Circle Officers, 

(iii) Reports of Statutory Inquiries held into 
. Accidents by the Additional Commissioners, 

After careful study he forwards his 
considered opinion to the ‘controlling* Ministry 
and the Railway Board with^such recommendations 
as necessary. 

(iv) Railway Board’s suggestions pertaining to 

corrections or amendments to General Riiles, 

Rules for Opening of a Railway, Schedules 
of Dimensions, the Way and Works and Signal 
Engineering Manuals, Procedures for Inquiries 
into accidents, Codes of practice and other 
Publications. 

(v) Preparation of the Annual Rport on the 
. working of the Commission of Railway Safety, 

Field duties of the Commissioner of Railway Safety 
consist of inspections of sections df railways, visits to 
the Railways’ Headquarters and Divisional Officers, railwaj 
installations and to Circle Offices. If considered 
necessary, he holds inquiries into accidents of an 
important nature. 
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CHA.P1ER II 
THE ORGA-NISATIfeN . 

5. The Cadre ; (a) The functions detailed in para 2 

of Chapter I are carried out on the Indian Railways by a 
Small cadre comprising the Commissioner of Railway Safety 
hereinafter referred to as C.R,S , and 5 Circle Officers, 
each known as the Additional Commissioner of Railway Safety— 
hereinafter referred to as A, C.R. S . 

The C. R. S. as Head of the Organisation, is the 
Principal Technical Adviser to the Government in all matters 
pertaining to the Commission of Railvay Safety, He is 
generally assisted by a Deputy C.R. S. who also aets as Leave 
Reserve Officer, 

(b) Shri P.B. Aibara held charge of the post of 
C.R,3, during the year, and additional charge as A.C, R.S. , 
Western Circle, Bombay, 

On accoxuit of the increased worlo-load, incidental 
to the C,R,S' assignment on the Railway Accidents Inquiry 
Committee-— 1968, Shri P.M.N. Murthy, Deputy C. R. S, was 
entrusted with the executive duties of Western Circle, with 
effect from 10th July, I 968 , till 16,11,69, Thereafter these 
duties were entrusted to Shri C,R. Sule, Additional :•* 
Commissioner of Railway Safety, Norliiem Circle, Lucknow, 

Shri P.B, Aibara retired from service as C.R,S. 
with effect from 25th May, 1970. Shri C.R, Sule, Additional 
Commissioner of Railway Safety, Western Circle, Bombay, was 
appointed as C.R.S, with effect from the same date viee 
Shri Aibara, Consequaijt to this, there is a shortage of two 
Officers in the Cadre and steps are being taken to make good 
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the short-flaai. 

Shri Arya Bhushan^ Additioiial CcHoxoissioner of 
Railway Safety, South Bastem Circle, Calcutta, was deputed 
to the U.S#A, from 20.9.69 to 20.2,70 on an "Observation 
Tour", to study the usage of sophisticated equipment and the 
latest techniques in electro-mechanical signalling, etc,, 
primarily from the safety angle, under the jointly sponsored 
Indo-U. S.A.I. X). programme. 

(o) Pursuant to the recommendation made by the 
Railway Accidents Committee — 1962, a "Technical Ving" was 
set up - 

to help the C.R.S. and the A.Cs.R.S. to carry 
tut..... inspections and ^Audit Checksi •« tije^ 
quality and standard of maintenancs of locomotives, 
rolling stock, state of equipment, safety aspects 
of actual practices followed by railways and 
observance of rules and regulations affecting the 
safe Oj^eraJdoii.ofL Jaailways". 

Shri S.S. Lall, Deputy Chief Sig)a«l._axui'^fel: 0 — . 
communication Engineer, Central Railway, was appointed as Dy. 
C.R.S., S&T with effect from 28th October 1968, 

Shri C.S.P. Sastry, officiating Deputy Chief 
ELeotrical Sigineer, i^estem Railway, wds appointed as I^y, 
C.R.S. Electrio Traction, with effect from 28th November, 
1968 . 

Measures have been initiated to recruit two 
additional Officers fcr tie Technical i#ing to complete the 
sanctioned complement. 

(d) As on 31st March 1970, the cadre 





in the CJommission was 


. C.R.S, - Shri P.B. Aibara, B.A. , B,Sc.Hons(Vict, 

U.K,) M. I.E. (India), P.P, tf. Inst. (U.K.), 

A. C.R.S. , Western Circle, Bombay - Shri P.B, Aibara 
held charge of this Circle in addition to his 
duties as Commissioner of Railway Safety. The 
executive functions of this Circle were, however, 
entrusted to "Shri P.M.N. Murthy, Dy.C.R.S. with 
effect from 10th July I 968 — sub para (b) previous ■ 
till 16th November, 1969 and thereafter to 
Shri C.R, Sule, A,C.R.S,, Northern Circle. 

A. C.R.S, , North Eastern Circle, Calcutta - 
Shri G.S, pandor, B.E. , A.M.I. E, (India). 

A, C.R, 5., South Eastern Circle, Calcutta- 
Shri Arya Bhushan, B,Sc.(Aid), C. E. (Hons), 

M.I.E. (India),- M.A.S. C.E., M.A.R.E.A.. 

A. C.R.S., Northern Circle. Lucknow- 
Shri C. R• Sul e, B. A. (Hons) , B. Sc. (Bom.), 

B. Sc.(Lond.), A.C.G.I., A.P.P.V.I. 

A. C.R.S,, Southern Circle, Bangalore- 
Shri H. S. Hart, B.E., M* I. E. (India), 

F.P.W. Inst., P.A.S.C.E., M.A.R.E.A. 

Dy.C.R.S. - Shri P.M.N. Murthy, B.Sc,(Hons.) 

B. E., M.I.E, (India), M.Inst. R. T. 

” Technical Wing ”. 

Dy.C.R.S. (S&T) - Shri S.S. Lall, Grad.I,E.E.(Lond.) 

A.M. I. E, (India). 

Dy.C,R.S.(ET) - Shri C.S.P. Sastry, A.M,I.E, (India), 

A.M. I.Loco.E— A.M, I.E£(Lond.), 

4 , Jurisdietlon t (a) The route kilometrage in the 

jurisdiction of each Circle, as on 31st March 1970, 


was as below;- 
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Route ' ■ ■■ ■ 'Princip^ 
Kilo- Railways 

metrage 


A.C. R.S, 

Western Circle, Bombay 

15,925 

Central and 

Western Railways. 

A.C.R.S. 

North Eastern .Circle, 
Calcutta. 


Eastern and North 
Eaat er n Ba n way 

A..C.R.S. 

South Eastern Circle, 
Calcutta. 

.0,442 

South Eastern and 
North East Frontier 
Railways. 

A. C. R. S. 

Northem Circle, Lucknow 

10,798 

Northern Railway. 

A.C.R.S. 

Southern Circle, 

Bangalor e. 

13,611 

Southern and South 
Central Railways* 


(b) The A.C.R.S. also exercises jurisdiction over 
Compani'--managed Railways, Port Trust Railways aid District 
Board . l<>catftd-wilhxn - JSuoh Linas 

constitute of the aggregate route kilometrage'6T' 

Indian Railways# 

5« Establishment of the 5th Circle in 1966 - Prxw* to 

February I960, the Organisation consisted of 4 Circles - 
Northern, Eastern, Southern and ¥estern.. On account of 
development works under the Five Year Plans, the workload 
increased very considerably, specially in the then aistem 
Circle whidi included the Eastern, South Eastern aid North¬ 
east Frontio: Railways aggregating to 14,465 route kilometres. 
An additional Circle, known as the Construction Circle, 
based at Calcutta, was therefore, set up on a temporary 
basis on 1st March 1960 to deal with Major projects, the 
Electrification on the Eastern and South Eastern Railways 
and the new Dandakstranyar-Bolan^ir-Kirihuru railway 
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construction* Sanotion &r continuance of the Additional 
Circle was obtained suecessivejly year after year. 

6. With the reorgsuiisation of jurisdictions from 11th 

April 1968 , the fvinctions of the Construction Circle 
devolve on the North Ifeistem and South Eastena Circles at 
Calcutta. This reorganisation became necessary due to the 
enormous increase in the workload and it was felt that an 
additional Inspection Circle should be created in place of 
the Construction Circle and suitably redistribute the 
jurisdiction of the Circles. This additional Circle 
continues to be on a temporary basis up till now. Ample 
justification exists far making it permanait and this 
question is currently under the active consideration of 
Government. It is to be hoped that this Circle will be 
made permanent shortly. 
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. CHA.PI£R III 

FIELD INSPECTIONS . 

7» Inspection of New Line s — (a) Tlie-'du ties-of an 

A,C.R. S, pertaining to the inspection of new railway 
lines, including diversions, prior to their being commissioned 
for passenger traffic, to the use of locomotires and rolling 
stock, and to electrification of lines are contained in the 
"Rules for the Opening of a Railway or Section of a Railway 
for the Public Carriage of Passengers", Vide Railway Board’s 
Notification No.l52-P of 1916, the A.C.R.S. exercises the 
powers under section 18 and 19 of the Indian Railway Act 
(IX) of 1890, for authorising such new works for traffic, 

(b) In respect of Inspections of New Lines, 

Doublings, Conversions, Electrification and Major Works, 

it would be imreasonable to assume.-tLhat-anJi,C*R,S,, on mere 
inspection of such works, can take upon himself any part of 
the responsibility which should rest squarely on the Engineers 
who have supervised their progress from day~to-*day over 
months and years. During the inspection, defects, if any, 
are pointed out and remedial- measures suggested — measures 
which require compliance before the works are ccaimissiwned 
to traffic on specific conditions as may be prescribed by 
the A. C. H. S, 

(c) During the year under review, the Circle 
Officers carried out detailed inspections of new works to 
the extent shown below t- 

Kilometres 


(i) New Lines, — 2,85^ 

(iij Doubling of Sections — 3556.211 

(iiil Diversions — 4*52 

(iv) Electric Traction — 345*©0 



Vorks inspected by the A.Cs.R.S, prior to authori¬ 
sation for passenger traffic are listed in Appendix *A». 

8. New Minor tforks — Circle Officers of the Oommission of 

Railway Safety are anpowered to sanction new minor works 
affecting the running lines such as new bridges, re-building 
or regirdering of bridges, remodelling of station yards, 
resignalling works and alterations or renewals vhich affect 
the operation of passenger carrying traffic# 

During the year, the A. Cs.R.S, sanctioned 4,174 new 
minor works which included new bridges, regirdering, 
signaJLling, new crossing stations, r€mode]J.ing of station 
ysa*ds and line-capacity works* 

9*(&) yprks involving infringements of Standard DlmensionS - 
On the reccmmendation of the Commission of Railway Safety, 
the Railway Board sanctioned 171 works inrclring infringements 
to Standard Dimensions specified in the Schedules for Broad, 
Metre and Narrow Gatages, Of these 82 infringements were 
sanctioned as a temporary measure, and 89 were sanctioned 
as a permanent measure. 

The Railways continued to implaaent their programme 
for the removal of infringements during the year. In all 
5 infringements to Standard Dimensions were reported to have 
been removed. It was desired that works involving removal of 
infringements, sanctioned as a temporary measure, should be 
undertaken un priority* 

(b) Movonent of Outsize Loads - Various types of 
heavy machinery, which infringed maximum moving dimensions, 
were transported on the Railways, mostly from the sea-ports. 
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The numhei.' of been on the increauBe, neoesr.arily 

Ssi on accounc of the rapid growth of heavy industries under 
+h- jJ^ive Year Plans. During the year, procedures for the 
safe transport of 293 outsize loads were scrutinised, and 
their movement on railways sanctioned by Circle Officers 
subject to such conditions or speed-restrictions as were 
deemed necessary. 

10. Inspection of Opoa Lines (a) Upto the year 1933, 
periodical inspections of Indian Governmait Railways were 
carried out by the A.Cs.R.S. In 1953, the Railway Board 
decided that these inspections should be discontinued, as 
the. General Managers were responsible for ensuring the 
safety of operation of their respective railways. It was, 
how-ever, left open to the Additional. Commissioners to 
carry out inspections for their own purposes , or arrange 
ad-hoc visits to study particular aspects of railway working 
with which th^ may desire to nnke themselves familiar. 

A.Cs.R.S. are, however, responsible for the annual 
inspections of Company-managed and Port Trust Railways. 

(b) During the year, the A.Cs.R.S, inspected 7 
Company Railwajs and 1 Po 2 *t Trust Railway aggregating to 
469*70 Kms., and accompanied the General Managers of 
Government Railways during their inspections to the extent 
of.4,612.90 Kms. In addition, they carried out tour 
inspections of Government Railways to the extent of 17,236 
Kms. They submitted reports of inspections to the 
Commissioner of Railvyay Safety who, in turn, referred 
the important observations affecting safety of train - _ 



operation to the Railway Board for necessary action* 
Significant defects noticed during Ihe inspections were 
discussed at sites with the railway officers concerned to 
ensure prompt remedial action* 

(c) The A,C.R.S. is at times unable to comply vi th the 
annual quantum of detailed inspections of Opai Lines* The 
General Manager and Heads of Departments, whom he accompanies, 
as convenient to him, gaierally carry out -iieir inspections 
with the Divisional Superintendent and Divisional officers by 
Departmental Trains during the period November to 
Railways, keen to adhere to the programmed targets of 
construction of new lines, doublings and electrification 
before the aid of the financial year, require the A*O.R,S* 
to inspect and authorise the works for passenger traffic 
during the working season, i.e* November to M^ch. The 
programme of annual inspection is seriously affected by 
one or more accidents should they occur during the said 
period or when an A*CJR.S, has to hold charge of another 
Circle in addition to his own* Moreover, the present work¬ 
load on the AC'sRS and their jurisdictions are su<ch that it 
has become virtually in 5 )ossible to carry out detailed 
inspections to the extent stipulated, unless ttieir strength 
is augmented in accordance with Reoommoidation No*284 of 
the Railway Accidents Committee — 1968* The said 
recommendation is currently under Government’s consideration* 
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11, New types of locomotives and rolling stock ~ On the 
recommandations made by the Cemmission of Railway Safety, 
the^Railway Board accorded sanction to the naming of 11 
new types of locomo tives and 22 new types of rolling stock 
during the year under review, including the operation of 
such locomotives and rolling stock on other routes as were 
already in use on certain sections of the Indian Railways* 
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CHASTER IV 


INVESIIGAIIOHS INTO ACPI DM IS . 

12. Incideince of Accidents - (a) The following table 
indicates number of accidents which occurred in 


1969-7W, as advised Ijy the Railway Board, on Government 
and Ctompany-managed Railways, including those rq>orted 


under 

Section 83 of the 

Indian Railways Act of 1890 :- 

S.No. 

Railway 

Number of 
Accidents. 

No. of Accidents 
under Section 83/ 

I.R.A. 

1. • 

'Central 

470 


37 

2. 

Eastern 

433 


24 

3. 

North ern 

4^3 


63 

4. 

North iastern 

293 


36 

5. 

North^st Frontier 5l7 


43 

6. 

Southern 

564 


48 

7 . 

South Central 

54fi 


78 

8. 

South Eastern 

44e 


29 

9 . 

Vestern 

547 


34 

10. 

Non-Gove mm ent 





Railways. 

337 


40 

Total in 1969-70 »- 

455 a 


444 


The corresponding figures 

fer 

the preceding year 


1968-69 were 4,346 and 481. 


The figures in the table do not include sucJi 
occurrances as persons failing out from trains, persons 
run over on line a^^d injuries to station or line staff 
(b) For the period 1963-64 to I 968-69 and the 
year 1969-70, the incidence of train accidents on 
Government-managed Railways is shown ty the follow! 
table 




S, Category 

No. -64 

‘64—- 

-65 

“65- 
.66 • 

~66::" 

:.67 . 

.68 


-T59- - 

70 

■ 'GROUP I. 







(i) Collisions 93 

81 

74 

67 

66 

47 

54 

(ii) Derailments 1300 

1035 

962 

876 

892 

684 

751 

(iii) Collisions 
. with road 

Vehicles at 

level 

crossings 

146 

123 

104 

111 

129 

111 

(iv) Pires in 

Trains 81 

31 

42 

50 

42 

48 

47 

'^otal of Items 

i) to (iv) 1^535 

1293 

1201 

1097 

1111 

908 

963 

GROUP II 







(v). Averted 

Collisions 63 

55 

45 

46 

44 

31 

22 

(vl) Breach of 
, Block Working 
Regulations. 82 

76 

58 

56 

41 

46 

36 

(vii) Trains driven 
, pasi Signals 
at linger 126 

116 

108 

93 

100 

68 


(viii) parting of 

trains due to 
failure of 
coupling 

appaiHtus 1686 

1310 

1159 

823 

749 

655 

59 c 

Total of Items 
(V) to (viii) 1957 

1557 

1370 

1018 

934 

798 

695 

Grand Total (Items 
(i) to (viii) 3592 

2850 

2571 

2115 

2045 

1706 

1658 


ynder'Group I are included accidents which in almost 
cases resulted in casualties and/or damage to 
raj.lway assets* Under Group V.l are included serious 
irregularities by trainr-working and train-signalling 
s taf^ 

It is resettable that the accidents under Group I, which 
as stated aoove, normally lead to casual.ties and loss of railway 
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assets, has Increased from 908^i«e. an increase of 
over 6 percent. This,though not very large, is rather a 
disturbing trend, considering taat the accidents in this 
Group have been progressively on the decline over tlie past 
years. Concerted efforts to arrest this^deterioration appear 
to be necessary. 

It is, however, gratifying to note that the incidence 
of train accidents under Group I and of serious irregularitie 
under Group II have, on the aggregate, registered a declining 
trend during the period 1963-64 to 1969-70, 

13, Regulations; - (a) The Rules for Inquiries int o 
Accidents are contained in Railway Board's Notificati;n 
No, 59-TTV/42/1 dated 11th April 1966, entitled the "Railv/ay 
(Notices of and Inquiries into Accidents) Rules,1966", 

All accidents aa^described in Section 83 ofthe 
Indian Railway Act are reported, i,e» - 

.Accidents of a description usually attended 
with loss of human life are meant to include all 
accidents to passenger trains like collisions, 
derailments,train-wrecking, or attempted train- 
'wrecking, cases of running over obstructions placed 
on the line, of passengers falling out of trains, 
or fives in trains in which no loss of life or 
grievous hurt as defined in the Indian Pnaal 
Code, or serious damage to railway property of the 
value exceeding Rs,50,000/-, has actually occurred 
but which by the nature of the accident might 
reasonably have been expected to occur? and also 
cases of landslides, or of breaches by rain or 
flood, which cause the interruption of any important 
through line of communication for at least 24 hours. 

(b) The relevant portions of para 8 of the Rules, 
relating to Inquiries into Serious Accidents, are reproduced 
below;- 

"8(2),,,,Every accident to a train carrying 
passengers which is attended with loss of human 




-: 20 :~ . 

life, or grievous hurt ^ defined in the Indian 
Penal Ctode to a person or persons in the train 
or with serious damage to railway property of the 
value exceeding Ri50,000/~ and any other accident 
which in the opinion of the CSommissioner of Railway 
Safety or the Additional Commissioner of 
Railway Safety requires the holding of an Inquiry 
shall be deemed to be an Accident of such a serious 
nature as to require the holding of an Inquiry. 

"3 Where the Commissioner of Railway Safety considers 
the holding of an Inquiry into an Accident necessary, 
he may either hold.the Inquiry himself or direct the 
Additional Commissioner.of Railway Safety to do so, 

"jE xplanation - The inquiiy by the Additional 
cSmmissioner of Railway Safety shall be obligatory 
only in those cases where the passengers kiiled 
or grievously hurt were travelling in the train. 

If a person travelling on the foot-board or roof 
of a passenger train is killed or grievously hurt 
or if a person is run over at a level crossing 
or elsewhere on the railway track, an inquiry by 
the Additional Commissioner of Railway Safety 
shall not be obligatory. Similarly, if in a' 
collision between a road vehicle and a pass^ger 
train at a level crossing, no passenger in the 
train is killed or grievously hurt the Additional 
Commissioner of Railway Safety shall not be obliged to 
hold aji inquiry* For the purpose of this rule, 
workmen's trains or ballast trains carrying worlaner; 
shall also be treated as passenger trains and in tte 
event of a workman getting killed or grievously hupt 
as a result of an accident to the train, an inquir^ 
by the Additional Commissioner of Railway Safety shall 
be obligatory", 

(c) The rules provide that if an A,C.R.S. due to pre¬ 
occupation or otherwise, is unable to hold an inquiry into a 
serious accident himself, he may request the railway adminis¬ 
tration to arrange for a "joint inquiry". 

After examination of the proceedings of the inquiry 
held by a committee of railway officers, he is required to 
send a rex>ort on the accident investigation. If, however, the 
A,C,R,S, should differ from the conclusions reached by the 
Committee of railway officer, he may decide to take additi 4 -nal 
evidence, carry out tests and prepare his own Report* 
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14* procedure fcr the conduct of Statutory Inquiries - 

a) Under the Railway (Jlotioes of and Inquiries into 
Accidents) Rules, 1966, referred to in para 15, the A.C.R,S., 
on receiving intimation of the occurrence of a serious 
accident, proceeds to site by the quickest possible means and 
records all particulars after careful inspection before 
according sanction to the Railway for clearance of wreckage 
and restoration of the line/s. He then carries out Tests 
as required and records Evidence. The emphasis has 
necessarily to be on the material and circumstantial evidence 
at the site, whidi in almost all cases leads to the determi¬ 
nation of the cause or causes. 

(b) Although the press and the public are disa3.1owed 
even as observers at the Statutory Inquiry, a notification 
is published in the press and announcements made on the 
A.I,R, to the effect that persons having knowledge of 
circumstances leading to the accident or features of 
relevance connected therewith may appear before the C.R.S, 
or A.C.R,S., holding ttie Inquiry, fcr evidence or communicate 
with him by post, officers of the local magistracy and 
police attend the Inquiry, but members of recognised unions 
of railway en|)loyees or other associations of railway 
staff are not permit ted.; 

The evidence recorded by the Inquiring Officer is not 
taken on oath or soloan affirmation. As the Inquiring 
Officer’s Findings may be followed by prosecutions in a 
Court of Law, it is likely that evidence as may be recorded 
in the presence of the press or Public would prejudice the 
legal process.: 
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lo the suggestion inade by the Railway Accidents 
CoBmittee — 1962, viz. "The public and members of the union 
should be permitted to be present in the course of statutory 
inquiries into accidents", the Government held the agreeable 
view tha.t "Eo uselUl purpose would be served as technical 
investigations are not likely to be of interest to ‘liie public"* 
15« Statutozy Inquiries into Accidents in 1969—70 - 

(A) There were 19 serious accidents during the year under 
review of whicto 3 were inquired into by Railway Adminis¬ 
trations under Rule 8(5) of the Railway Rules, 1966 - Notices 
of and Inquiries into Accidents* 

Of the 16 accidents directly inquired into by officers 
of the Ctommission of Railway Safety, six were cases of 
Collisions, Pive were cases of Derailments, one was a case of 
Pire, one was due to failure of coupling apparatus, in one 
case there was an ei^^ilosion in the train due to unauthorised 
carriage of explosive materials by passengers* The accident 
to No*328 Up Secunderabad - pune passenger during shunting 
was due to non-observance of prescribed procedures by the 
driver and the casualties among the passengers of No*10 Up 
Ambemath - Bombay V, T. and No*1*22 Up Thana - Bombay V.T, 
Suburban Trains was due to a damaged gate shutter infringing 
the moving dimensions, 

(B) The 16 accidents of serious nature, inquired into 

by the Commission of RaiJ,way Safety, during the year 1969—70, 
are summarised hereunder with significant recommendations 
that were made,- 




— • O’? • ^ 

• • 

(i) Between Gnlapalyamu and Venkatampalle 
- stations, Southern Railway — Metre Gauge 
— on the night of 15th April 1969. 

Description ; At about 20.15 hours on I5th April 1969 
No,224 Down Hubli-Mysore Passenger became derailed at 
Km.262/4-2 between Gulapalyamu and Venkatampalle stations,, 
on the Guntakal-Bangalore City Metre Gauge Section of 
Guntakal Division, Southern Railway. The speed at derailment 
was about 62 Km.p.h, The accident occurred on a 25’ high 
bank on a curved alignment in clear weather resulting in the 
derailment of the engine, capsizement of 2 coaches and 
derailment of 3 more coaches. 

One passenger was killed and 26 were injured, the 
injuries to 3 of them being classified as grievous. 

Cause ; The derailment was brou^t about by deliberate 
removal of fishplates by persons unknown from 2 pairs of 
rail joints opposite es-ch other and dogspikes of the 
wooden sleeper under the running «n end of the outer rail next 

to the unfished rail joint at Km-262/4-3, ' 

\ 

Recommendations ; (a) Surprise checks to ensure that 
the portable telephones with Guards are always in proper 
working order, should be intensified, 

(b) The maximum and minimum distance between wheel 
flanges specified in the Schedule of Dimensions, Metre Gauge,, 
may be revised to accord with the stipulation made in 
'Conference Rules, part III, containing Rules for Train 

Examiners’• 

, ^ 

(c) It is desirable to specify tolerances for wheel 
gauge of locomotives in the Schedule of Dimensions, Broad 
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and Metre Gauges. 

(ii) Between Amarun Halt and Bhatar stations, 

.. Eastern Railway, — Narrow Gauge — on 
26th April, I969. 

Description s At about 21.23 hours pf 26th April, 1969> 
the engine of 11 Up, Burdwan-Katwa Passenger Train, got 
uncoupled from the rest of the load between Amarun Halt and 
Bhatar station, the hook of the coach coupler having come 
off the yoke. On becoming aware of the parting, the driver 
brought the engine to a atop. The train being non-vacuumed, 
the load moved on to collide with the engine. The speed 
at impact was assessed to be about 32 Km.p.h. 

Pour persons died and 15 were injured, of whom 4 were 
classified was grievous. 

The cost of damage to railway property was estimated 
at Ra31,l00/-. 

Cause s The engine parted from the train-lofvd due to 
the hook of the coupling coming off the yoke* The hook whtcix 
was not properly secured came off the yoke due to defective 
coupling assembly. Shortly after the parting, the engine 
came to a stop. With its momentum, the train load continued 
to move and collided with the engine. The accident would 
not have occurred had the train been vacuumed, 

Recommaidations; (a) The defective coupling 
apparatus should bo replaced. Pending such replaoanents 
the hooks should be secured to the yokes by chains or 
other means, 

(b) The dafeciency in respect of drawings of the 
components of each type of Narrow Gauge rolling stock should 
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be made good to-facilitate effective checks being exercised 
during periodical maintenance in 3.oco -sheds and carriage 
and wagon depots, 

(c) All rolling stock on the N,G. sections of 
Railways should be equipped with Automatic vacuum brakes 
priority being given to coaching stock. 

The Railway Accidents Enquiry Committee — 1954 had 
suggested that all trains should be equipped with the 
automatic vacuum brake syston. 

Items 152 and 153 of the Appoidix to the Reviewing 
Committee's Report are reproduced below:- 


Summary-of Conclusions Consensus of Observations by the 

& Observations by the Railways Reviewing Committee, 

Railway Accidents wpinions. 

Enquiry Comnidttee. 


t52. The carriage of 
passengers in non^- 
vacuumed trains should 
be prohibited by law, 
(Para 211 of the 
Report), 


152 , This is 
accepted as a 
future policy 
but it is not 
possible to 
implement the 
recommenda¬ 
tion immediau- 
tely. Fitting 
of automatic 
vacuum brakes 
is being done 
on a programmed 
basis. 


I 52 , The Committee 
no te thrO—crtTtser>a,-tiQr 
by the Railways and 
suggest that the 
matter should 
receive closest 
attention and the 
work completed 
within the minimijm 
possible time. 


153 . It should he held 
as a firm target that 
within 10 years all 
trains on the Metre 
Gauge and Narrow Gauge 
should run vacuumed, 
(Para 212 of the 
Report), 


153 .This is 153 ,The Reccmmenr- 

accepted except dation is accepted 
that on the for the BG and MG, 

Narrow Gauge and An exemption for 
the . 2* Gauge the NG will be 
this may not be necessary, 
practicable. 


It is necessary that the recommendation made by the 


Railway Accidents Enquiry Committee — 1954 in regard to 


equipping all Narrow Gauge trains with, automatic vacuum 
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brakes should be followed up* A number of trains on the 
N.G. (2'-6'') systems on the South Eastern and Western 
Railways are equipped with automatic vacuum brakes. The 
Railway Board, are alive to the problem, and should lay 
down probable target when all coaching and train stock of 
the Narrow Gauge may be equipped with vacuum brakes. As an 
interim measure, each passenger train running on the Narrow 
Gauge systems may be equipped with a vacuum head, the extent 
of which will be governed by the load* 

(d) Ali N, G, passenger trains should be equipped 
with emergency tools and emergency lighting such as powerful 
torches. 

(iii) Between Mailongdisa and Harangajao stations, 
Northeast Frontier Railway — Metre Gauge 
— on 29 th April I 969 . 

■Description ; On 29,4,1969* a Down Trial Special, 
comprising of a Y.DM4-A diesel locomotive and an inspection 
carriage, was stabled on loop line No,2 of Mailongdisa 
station. At about 16.40 hours, this Down Trial Special 
rolled down the gradient of 1 in 37» burst through the 
trailing points, entered the Harangajao-Mailongdisa 
block section and collided head-on witti No.20l Up 
Badarpur-Lumding passenger which was being admitted into 
Mailongdisa station on clear signals* The speed of Down 
Trial Special at the time of collision was assessed at 
50-60 Km,p*h, and that of the passenger train at 15 Kia.p.h, 
The accident which occurred in hilly terrain in fair 
weather resulted in heavy damage to the locomotive and 
first 2 coaches of the passenger train, partial derailment 
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of the diesel locomo-tive, and the inspeatiou carriage of the 
offendi.ng Down Trial Special, 

Three persons (the entire engine crew) were killed and 
12 psussengers received injuries, the injuries to six of them 
being classified as grievous. 

The, damage to railway assets was estimated at 
Rs. 6,58,820/-. 

Cause : The collision occurred due to the improperly 
secured Down Trial Special stabled on loop iAne No.2 rolling 
down and entering the Harangajao-Mailongdisa block section on 
which No.201 Up Badarpur-Lumdine ps.ssanger train was 
approaching on pror'^->^ autL^_u.cy, 

R eoommendations : The Railway Administration 

should conduct a survey of all station yards which are on 
infringing gradients where Railway Board's sanction for the 
infringement is not traceable and arrange to get fresh 
sanction to regularise matters. If, as a result of this 
survey, there,.are any places where slip or catch sidings 
are considered necessary, immediate steps should be taken 
for these being provided as expeditiously as possible. 

(iv) Between Chirala and Vetapalemu stations. 

South Central Railway —. Broad Gauge — 
on 17 th May 1969» 

Description ; vjn I7th May 1969, fallowing total 
interruption of communications resulting from severe cyclonic 
weather conditions, trains were worked on the Chirala- 
Vetapalemu double line section in accordance with special 
regulations. 

No.52 Up Kazipet - Madras E^qpress, consisting of 
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8 coaciies, hauled by a steam locomotive, left Chiral.a 
station at about 11.2d hours on 'Authority to Proceed with^ 
out Line' Clear’, it was brought to a stop at 12,15 hours 

•I 

between the Up Distant and the Up Home signals of Vetapalemu 
station. 

No.18 Up Delhi-Madras Janata E35)ress, comprising 
11 coaches, hauled by a steam locomotive, which was permitted 
to follow No.52 Up Express un(fer similar conditions, left 
Chirala station at about 12.55 hours. At 13.15 hours, No.”’*’ 
Up collided with the rear of No.52 Up E35)ress which was 
stationary at the approach of Vetapalemu station.. The speed 
at collision was assessed to be 20-25 Km.p. h. 

As a result of the collision, 11 persons were 
injured, of whom 3 were classified as grievously hurt, 

i The cost of damage to. railway assets, confined to 
coaching stock was estimated at Rs.l5,00C>/* 

Cause : The collision was the result of No. 18 Up 
Delhi-Madras Janata £35)ress not being driven at walking pace 
in accordance with the special instructions prescribed for 
trains moving on ’Authority to Proceed Vi thou t Line Clear’ on 
account of total interruption of communications and a^ndition 
of severely restricted visibility. 

ReoDmmendations : (a) The anti-telescopic ends of 
I.C,P, coach No.VPC 3353 did not jBUnction as was expected. 

The Railway Board may consider the advisability of looking 
into the design of the anti-telescopic ends of I.C.P. coaches 
and advise further, 

(b) It should be ensured that Driving Staff are not 
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allowed to work trains vfceix they are due periodical medical 
■/avsun-irtation or vision test. 

(v) Between Vetapalanu and Kadavakuduru stations, 

South Central Railway — Broad Gauge — on 
17 th May I969. 

Descrlntion : On 17th May 19^9, following total inter¬ 
ruption of communications resulting from severe cyclonic 
weather conditions, trains were worked on the Vetapalemu- 
Kadavakuduru double-line section in accordance with special 
regulations. 

No. 16 Up New Delhi-Madras Grand Trunk Express, 
consisting of 17 coaches, hauled by a diesel locomotive, left 
Vatapalemu station at about 12,45 hours on 'Authority to 
proceed without Line Clear'. It was brought to a stop at 
15»15 hours between the Up Distant and the Up Home sigials 
of Kadavakuduru, short of No,89 Up Express that had preceded 
it. 

No.54 Up Hyderabad-Madras jcoq)ress, .compristufe, ^ 
coaches, hauled by a steam locomotive, which was permitted to 
follow Nq(. 16 Up Grand Trunk Express under similar conditions, 
left Vetapaloau station at about 15,55 hours. At 15,50 hours. 
No.54 Up collided with the rear of No,16 Up Express, which was 
stationary at the approach of Kadavakuduru station. The speed 
at collision was of the order of 50 Km.p.h. 

As a result of the collision, 15 persons were injured, 
the injuries to 5 persons being classified as grievous. 

The cost of damage to railway assets, confined to 
coaehing stock, was estimated at Es,30-yOOO/-“ 
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pause ; The collision was the result of No«54 Up 
Hyierabad-M^-dras E^^press not being driven at walking pace in 
accordance with ihe special instructions prescribed for trains 
moving on »Authority to proceed without Line pi ear' on account 
of total interruption of communications and conditions of 
severely restricted visibility* 

Recommendations ; (a) The anti-telescopic ends of 
I.P.P. coaches Nos,ept3345 and WGTDNY 5332 (which were 
damaged in the collision) did not function as per 
expectations. 

Attention has been drawn to the failure of tiiese 
anti—telescopic ends of l,p,P. coaches in connection with 
inq.uiries into the Accident to ]!Jo*26 UP ’’Bahgalore pity— 

Poohin Harbour T-c^rminus island Express” at Ruppam station on 
the Southern Railway on the 21st May, 1967, and the Pollision 
between No.301 Down "Madras-Arkonam passenger” and No.1 Down 
"Madras-Mangalore Mail” on the 13th January 1968 near 
Ambattur station on the Southern Railway, 

jt is suggested that the design of the anti—telescopic 
ends of I.P,P, coaches be looked into afresh. 

(b) Although visibility was restricted at vatapalem 
and Radavakuduru stations, no staff were availatie to send 
out on either side with detonators to warn approaching trains,. 
The Railway Administration should issue detailed instructions 
on this point so that necessary staff will be available when 
required. 

(c) Railway Board may ensure effective implementation 
of instructions pertaining to marshalling of passenger • 


carrying 
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trairts, 

(vi) Between Bbara-nitul aad Anjuri stations, 

Northeast frontier Railway — Metre Gauge _ 

on 21,5-1969* 

Description ! On 21st May 1969> No, 20 Down Tinsukia- 
Silj^ri passenger train was proceeding at about 50 Kin.p.h. 
between Dharamtul and Anjuri stations on the Lumding-Gauhati 
section of Northeast frontier Rail my. On the run at Km, 82/11 
at 02,30 hours, there was an explosion in the III class ’A* 
compartment of the rear TLR. As a result of the explosion, the 
sides of the compartment were ripped open and pieces of its 
wooden bowere strewn upto a distance of 128', . Th.e neiling, 
the sides and electrical fittings were damaged and the under- 
frame was dented. 

Due to the e;:plosion, 4 persons lost their lives and 1? 
were injured, the. injuries to 2 of them being classi.fied as 
griev'‘ous, 

Ihe cost of damage to .the eoach was estimated at 
Rs.7,990/-. 

Cause : The accident was caused by detonation of 
explosive material including high explosive shell fuses carried 
ty some person or persons in an unauthorised manner in compart¬ 
ment ‘A’ of TLR 2286» 

Recommendations ; (a) Special measures are warranted 
on the sections affected to ensure the safety of rail users. 

It is expected that effective co-ordination between the State 
Police and the Railway security authorities at all levels will 
be ensured by the Railway Board in conjunction with the 
authorities concerned. 
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(b) Niomerous cases or inadequate maintenance of field 
telephones have come to light, stringent measures are called 
for. 

(c) Special attention has to be paid to the lighting of 
coaches in sections vdiere security eheck has to be exercised on 
account of likely subversive activities. 

(vii) Cheindanpur station, Eastern Railway — 

Broad Gauge — on 16,6,1969, 

Description : On 16.6.1969 passengers in the loth coach, 
1st class, of the Dar;j eeling Mail Train ex; Sealdah to Earakka 
raised an alarm on noticing fire and smoke in some compartments 
The attendant of the adjacent 9th coach acted promptly and 
pulled the rommunication chain, whereupon the train was 
brought to a stop at 13.30 hours between the Up Departure 
Signals of Chandanpur station. 

The fire which occurred in the lotn coach spread to 
the'9th c-oach. It was extremely fortunate that passengers of 
both the 9th coach and I0th coach detrained hastily without 
injury. 

The damage to both the 9th and lOth coaches has been 
estimated to be about Ra 2,74,800/-; to the traction overhead 
distribution system, about R42,500/-. 

Cause ; The accident was due to electrical faults on 

the fan circuits of coach No. 1755 and a fault of 
opposite polarity in the same or some other coach or coaches. 
The current so caused could have overheated the wire and 
ignited the wooden supports in ttie vicinity, 

Recommendations; (a) The existing 24 V Train lighting 
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f;ys±em. urdTig Jim conductors may be r^laced by highBi* 

voltage system, preferably 110 Y, which is already in use in 
iMU trains, to minimise fire hazards, 

(b) It was observed that over-size luses and of 
incorrect metal were being used in circuits. It should be 
ensured that this is guarded against in future, 

(c) To reduce the fire hazards it is considered 
necessary to 

(i) provide luses in tne negative cirruitSj 
(ii) relocate the fuses so as to leave no part of 
* cable unprotected. 

All steel-bo died coaches should be equipped according 
to the suggestions made above during.P.0,H. in v;orkshops, even 
earlier, 

(d) The present arrangdment of connecting the vesti¬ 
bules between two coaches is such that they oannot be dis¬ 
connected quickly to permit uncoupling of the coaches in an 
aaergency. The RDSO should devise simpler arrangement which 
should take the least time to disengage the bellows of the 
vestibules, 

(viii) At NewMisamari station, Northeast 
. Ik-ontier Railway — Metre Gauge — 
on 16,6,1969, 

Descrintion ; On 16th June 1969, the rearmost coach of . 
No, 175 Jp Passenger train derailed at 12.18 hours. The speed 
at derailment was 15 to 20 Km,p,h. The accident occurred at 
New Misamari station at Km.111/16-17 on Rangiya-Rangapara 
Metre Gauge section of the Northeast Frontier Railway, Due to 
the accident, the underframe and suspension assembly of the 
steel-bodied anti—telesoopic coach were badly damaged. The 




coach Itself oapelzed. !nie permanent way and signalling gear 
were also affected. 

ke a result of the aocideni^ . ^^raon vas silled and 
5 were injured, the injuries to 3 of theoi being cl^ 
as grievous. 

The damEkge to the r&kxj.«ev a.a»e(*s vas estimated at 
Rs 42,790/-. 

Cause ; The derailment wcie aue to distortion of the 
track on a hot day on account of excessive creep, existence 
of a long laigth with continuously jaanned joints and absence 
of creep anchors. The track had been disturbed the previous 
day for picking up slacks. The joints had been lubricated in 
1969 without adjusting the creep. These factors contributed 
to the distortion of the track. 

Recommendations ; (a) Whatever the classification of 
the track, it is essential that instruotions contained in the 
Indian Railways Way & Works Manual should We metioulously 
followed. Creep anchors, with sufficient baclo-up anchors 
must be provided as necessary and creep registers systemati¬ 
cally maintained. 

(b) The standard of maintenance of track as brou^t 
out in the report, indicates that supervision was anything 
but effective. It is regrettable that such conditions should 
have be«ai allowed to exist. It is desired that the Railway 
administration should without delay provide adequate staff, 
tools and materials and ensure that the permanent way is 
maintained to prescribed standards round-th&-year. 
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(ix) Between JaJ<hanian and Bi^lahpur stations, 

, North Eastern Railway — Metre Gauge _ 

on 21st June 1969. 

JPescripti on; At about 01.10 hours on the night of 
20th/21st June 1969> the north bound 6 Down Express froa 
Allahabad to Gorakhpur became derailed on a straight track 
at Em.94/11-12 between Jakhanian and Dulahpur statiotis on 
the Varanasi-Bhatni single line section of Varanasi Division, 
North Eastem Railway. The speed at.derailment was about 
62 Km.p.h. The derailment occurred on the approach of a girder 
bridge, consisting of 5 x 40’ spans across Manghai Nalla. 

The maximum height from the bed to the underside of the girder 
was about 22 ft. The results of the derailment were disastrous. 
The engine traversed the bridge without constraint and capsijsed - 
at the fh.r end. The first 6 coaches precipitated on the naj.la 
bed and suffered heavy damage. 

As a result of the accident, 72 persons were killed 
and 127 persons injured. The injuries to 37 persons were 
classified as grievous. 

The cost of damage In the track, the bridge and the 
rolling stock was estimated at an aggregate of Rs7,63^000/-, 

Cause : The derailment was the result of deliberate 
act of sabotage by person or persons unknown' , who opened the 
joints and fastenings of a rail 59’ in length and moved 
it out of alignmeit, 

(x) Between Hathras Road and Rati-ksu-Nagla 

, , stations, North Eastern Railway — Metre 
Gauge — on 2nd July 1969* 

Descrip tion ; No. 11 Down Kumaon Eaqpress became derailed 
between Hathras Road and Rati-t^ca-Nagla. stations at ^1,4G hours 



or-2nilA-rtlv 1,96-5. ^Th.s_xierailment occurred on a straight track 
when the train was proceeding, at 60on. a moonlit 
night. IXie to the derailment, the locomotive and its tender 
capsized, the first 5 coaches completely derailed and stood 
on the ploughed formation in a concertina fashion and the 
permanoit way over a length of 70 metres was destroyed. 

As a result of the derailment, 3 persons (the engine 
crew) died and 18 were injured, the injuries to one person 
be ing clas«i-fied ■-as--£fri43Vous.A_ 

The cost of damage to railway assets was estimated 
at Rs. 1,65,000/-. 

Cause ; The derailment was the result of a deliberat' 
act of sabotage by person or persons unknown, who removed 
a rail, 39 feet in length. This was effected ty disoonjxeoiini 
it at either end, mfastaaing the fixtures to the sleeper and 
tilting the rail out of alignment. 

Recommendations ; (a) Provisions of S.R, 143/2 of the 
Railway may be re-aaphasized to the staff concerned and ohenk 
should be intensified. 

(b) Machinery should be geared up to avoid delays 
in the turning out of medical vans. Periodical drills are 
suggested. 

(c) It should be ensured that engines of all Mail 
and E:3q)ress trains are fitted with speed recorders in 
accordance with extant instructions 

(xi) Jajpur-Keonjhar Road station, South 
, Eastern Railway — Broad Gauge — on 
14th July, 1969. 

i;esc'rintion ; On 14th July, 1969» 598 Up Pass eager 



Train, en Asaasol to Puri, was received on the Main iine or 
Jajpur^Keonjbar Road Station at 21»1^ hoirs and started 
therefrom at 21.22 hours on the departure signals being cleared. 
After passing the main line starting signal the train vas 
brou^t to a stop on the alarm chain b^ing pulled in one of the 
coaches. After about 13 minutes stoppage, the train started, 
but in a few seconds it was collided into by D513 Up Goods 
Train. The effective speed at impact was of the order of 24-25 
Km.p.h. The collision which oocvirred under conditions of 
cloudy weather, with normal visibility bv the engine headlight, 
resulted in 

Destruction of the rearmost coach No.2657 TLR of 
the 398 Up Passenger. Its underframe was buckled, 
both trollies dislodged and the superstructure 
smashed; 

Damage to coach No.GTl88l of 398 Up, second from 
the tail-sad. Its heads took was bent, the rear end 
was lifted after being badly bashed in; and 

Damage t) Diesel locomotive No. 17026 WIM-I of D513 
Up Goods. The cattle fender and buffers were bent. 
The frame of the front truck was bent* Die third 
pair of wheels of this truck derailed. The driving 
compartment was damaged. 

As a result of the accident, 69 persons were killed 
in the crash and 17 others died in the hospitals. Die total 
number killed was therefore 86. 115 other persons were 

injured, the injuries te 9l being classified as grievous. 

The South Eastern Railway has estimated the cost 
of damage at Rs3|711280/-. 

Causet The oollision took place as a reailt of the 
South Cabin Leverman releasing the slot on the Up Reception 
Signals and advising that 398 Up passenger had cleared the 
station section when it had not actually don© so and was still 
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between the Up Starter and Up Advanced Starter Signals moving 
ahead. 

Recommendation s; (a) General Rule 10(d) may be 
suitably amended to incorpoirate that when the warner is ‘ON’, 
the driver of an approaching train will proceed cautiously, 
prepared to stop short of any obstruction and pick up speed 
only when he gets the 'Authority P to proceed' in a . : 

Single Line Section or if he is signalled past the station 
building on Double Line Sections, even if the despatch signals 
are in his favour. 

(b) As a complete safety measure, track-circuiting 
should be provided in all station yards with Main Line track- 
circuits in the entire station section to start with. As an 
interim arrangement the proposaQ. of the South Eastern Railway 
reproduced below which costs very little may be adopted on 
all Indian Railways, 

"The Railway proposes to make an in^irDveraen-b cm the-- 
arrangement by providing that 

i) the slot lever must be put back and then 
- pulled, again for receiving another train. 

ii) when the main line starter and advanced starter 
signals have been once taken 'off for the 
despatch of a train, it would-not-b« possible 
to give slot for the main line home sigiioj. for a 
subsequent train unless these signals have 
been put back”, 

"The above arrangement would prevent reception 
signals being taken off till the despatch signals for a 
previous train have been put back in danger. This does not 
however exclude the possibility of taking 'off the despatch 
signals again after lowering the reception signals and an 
accident is possible if the cabin staff inadvertently do so 
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whea the line is occupiod. Complete safety of elnminatinp; ttte 
presence of even a single vehicle inadvertently left by the 
station staff can only be achieved by providing track circuits. 
However, the cost involved in the proposed arrangement is 
small and this is an improvement on the existing system and 
Could with advantage be adopted as an interim measure. It 
would be very much preferable if alongwith the above proposals, 
automatic replacement of the aain line starter and advanced 
starter signals to 'on' after the passage of a train is also 
provi ded. 

(c) It is desired that the Railway Administration 
should comply with Railway Board's instructions on marshalling 
of steel/anti-telescopic coaches even in respect of passenger 
trains, 

(xii) Between Itarsi 'B' and Itarsi 'C Cabins, 

. Central Railway^—Broad.JGaug.a_—-on . 

10th November 1969» 

Description ; In the early day light hours of lOth 
November 1969, the Itarsi bound ex: Vadi Bunder freight Chief 
Goods train which was to be received in the terminal goods 
yard at Itarsi, via Itarsi 'B' Cabin, ran past the Reception 
and Departure Signals of that Cabin at Danger and entering the 
block section ahead, rammed into the rear of 557 Down Bhusaval^ 
Jhansi Passenger train that was stationary at the Down Outer 
Signal of Itarsi ' C Cabin on the De wn Main Line, The speed of 
the goods train at impact was of the order of 35 Km.p.h. 

The collision resulted in derailment and almost 
complete destruction of the last 2 coe.ches of 357 Down 
passenger, derailment and capsizing of the locomotive of ttie 
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goods train and complete derailment of 13 wagons of the 
goods train, 12 of which capsized# 

Due to the accident, 10 persons travelling in the 
passerger train (including the train Guard) were killed and 
2 were injured, of whom 1 was grievously hurt. 

The damage Ip railway assets was estimated at 
Rs. 14,30,429/-. 

Caus es The Collision was the result of the Freight 
Chief Goods train being driven past the Down Reception and 
Departure Signals of Itarsi 'B* Cabin at Danger and the 
subsequoit failure of the Driver to control his train so as 
to bring it to a halt short of the obstruction, 

Recommendations t (a) Setting up an adequate 
machineiy for the efficient maintenance at all times of the 
Vigilance Control Devices already provided and the fitment of a 
suitable Vigilance Control Devioe to all diesel and electric 
locomotives may be implemented on top priority. 

(b) It may be ensured that approved modifications in 
the circuitry of dynamic brakes are carried out on all WEM2 
locomotives very early and extant instructions to Drivers on 
application of brakes revised as necessary. 

The need to ensure that such vital modifications in 
the braking arrangements of locos are daly notified to all 
Drivers and they are thoroughly conversant with the same is 
enphasised* 

(c) It is recommended that the block sections between 
Itarsi 'A' and Itarsi ’D' Cabins which are now only partially 
block interlocked - the Last Stop Signal is released through 
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the ‘Line Clear’ inniciation in the Elook Instruments^ bat the 
o-»^rival of the train at the. block post in advance is not 
proved - are provided- with full liock and Block, 

It is desired that block sections on trunk routes and 
main lines should be fully block-interlocked. 

(d) The block sections Itarsi ’A' - Itarsi ‘B’ and 
I tarsi ' C - Itarsi ' D' are very short, the distance between 
the Last Stop Signal of ‘A* and the First Stop Signal of ‘B’ 
Cabins being 628 metres and that between the Last Stop Signal of 
’C’ and the First Stop Signal of ‘D’ Cabins being 570 metres - 
substantially less than the emergency Braking Distance of 
Passenger and Goods trains. It is recommended that 

(i) The Speed of trains running through Itarsi ‘A’ 
and Itarsi ' C Cabine (which have beaa provided with Working 
Warners) be restricted to correspond with the distance 
available for emergency braking ;^i0ul'd'the First Stop Signal 

of Itarsi 'B'/’D' Cabins be at Sfeuiger, 

^ _ r. - or 

(ii) The relevant Last and First Stop Signals at 
chsae Cabins be interlocked, so that the Last Stop Signal 
cannot be taken 'off, unless the First Stop Signal of the 
block Cabin in advance is in the 'off position. Till such 
time as this suggestion is implemented, a speed restriction 
for run through as indicated in (i) above may be in^osed. 

(e) Evidence shows that hand signals were not exchan^ 
between the Guard of the Freight Chief and the Train Signalling 
staff and between the Guard and Driver, ^ile running through 
Itarsi ‘A’ Cabin. The Switchman of this Cabin desposed also 
that Goods Trains generally run through his post without the 
crew exchanging 'all right signals'. 





It is desired that measures should be taken to 
ensure strict compliance with extant instructions in this 
regard, which may, if necessary, be elaborated, 

(xiii) Gorakhpur Junction station. North Eastern 
, Rajlway — Metre Gauge — on 17th 
January 197«. 

Descriptio n; On l7th Ja,nuary 1970, 196 Down Passenger 
ex: Nautanwa to Gorakhpur arrived a.t the Down Home Signal of 
Gorakhpur Junction at about 08,01 hours and stopped thereat 
as the signal was displaying the red aspect. Having halted 
for about 9 minutes, the Driver sta,rted the train and running 
past this as well as the Routing Home Signal ahead, without 
making sure of their aspect collided head on with a Shunting 
Load moving across his path. The collision occurred in 
Multiple Aspect Colour Light territory, on a straight stretch 
of track between points No.63 and 68-26 metres from the Vest 
Cabin - under condi.tions of .foggy, weather, with severely 
restricted visibili 1y, The effective speed at impact was 'of 
the order of 30 Km,p,h. The collision resulted in partial 
derailment of the locomotive, substantial damage to the first, 
third and fourth coaches of the passenger train and slight 
damage and partial derailment of the shunting aigine. 

In the accident, 7 persons travelling in the train 
were killed and 29 received injuries, 17 being classified as 
grievous. 

The damage to railw'Uy assets was estimated at 
Rs.1,44,700/~. 

Cause ; The collision was the result of I 96 Down 
being driven without requisite ©are past ttie colour light 



wh 


j.\^wn 'iiom.B aiifi colour light Down Routing Home 
the light at these signals was extinguished. 

Recommendations : (a) The timings booked by the 
Guard in his journal were entirely incorrect, lio 
copied in his journal the timings as given in the Working Time 
Table and had no relation to - the actual timings of the train 
at various stations, 

(b) It is necessary for the Operating Department to 
ensure that the station staff are thoroughly conversant with 
the provisions in the station Working Rules, 

(c) The provisions of G,Rs 71 and 71A. may be ro- 
onphasized to staff. 

(xiv) Wadi station, South Central Railway — 

, Broad Gauge — on 28th February 1970. 

Description : At about 04.05 hours- on 28th..-February, 
1970, a W.P. Engine and a bogie-ccach, a Illrd, Luggage and 
Brake (TLR) , which was being backed on to a stationary TIjR(of 
328 Up Passenger, separate from the rake) on the 1st loop 
at Wadi station, bumped into the latter at a speed of the 
order of 15 Km.p.h. 

The accident which occurred in clear weather resulted 
in minor damage to one of the bogie-coach es, the oost of 
dam^e- being negligible. 

In the accident, 1 person was killed and 4 others ' 
in the TLR of 328 Up Passenger, were injured. 

C ause : The accident v/as brought about by the D.river 
of engine N 0 .WP 74 I 7 failing to exercise sufficient vigilance 
and caution durihg the shunting. He thereby violated General 
Rule 147 . 
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Recommendations t The Commission of Railway 
Safety ciad occasion in the past to point out several instances 
of non-compliance with extant instructions pertaining to 
marshalling of coaches at either ends of passenger trains. It 
is desired that the Railway Board may take effective steps 
in the matter, 

(xv) Between Mala'\Ai and Kamshet stations, 

Central Railway — Broad Gauge — on 
3rd March, 1970, 

Bescription t At about 12.15 hours on 3rd March 1970, 
L,7 Down was proceeding on the Down line between Malavli and 
Kamshet stations, it became almost completely derailed 36.6 
metres ahead of Km. 139 while travelling at about 65 to 70 Km.p. 

As a result of the accident, one passaiger was thrown 
out of the compartment and suffered grievous injuries. No 
other passaiger was hurt. 

Cost of damage to railway property has been 
estimated at rU42,527.70. 

Cause s The derailment ofL,7 Down Lonavlar-Poona 
Local was due to the obstruction caused by the dislodged 
bottom hal.f of the gear casing of one of the driving axles of 
Engine No,£A/l 20011. The gear casing got dislodged due to 
breakage of the gear rim. Ihe gear rim broke due to fatigue 
during service, 

Recommendations t (a) The gear rims of the driving 
wheels of all the engines of EA/l class should be subjected to 
a crack-detection examination on an urgent basis and the rims 
in which fatigue cracks might have started should be replaced 


at one.e. 
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(b) These gear rims slxjuld be examined for cracks 
during I.O.H. in addition to the examination now being done 
during P.O.H. 

(c) The programme of rehabilitation of the driving 
wheels of £A./1 locomotives should be eaqpedited by stepping up 
the rate of out-turn. 

(d) Safety chains should be provided on the gear 
housing of iA/1 loccmotives to prevent the gear case from 
dropping even if the gear rim gives way. This should be takai 
in hand on top priority and canploted in next two months. 

(e) Locomotives whose gear rims have done a large 
mileage and the general condition of whose driving assembly is 
not in good condition should be earmarked for shunting. Other 
locomotives of this class should not normeaiy be used for 
shunting duty. 

(f) An -organisation should be set up to ensure that 
various cl-earances of the traction gear, including traction 
motors, are brought strictly within specified limits during 

P.O.H. 

(xvri) Between Par el and Curry Road stations, 

Central Railway — Broad Gauge — on 
21st March 1970. 

Description : In the bright and sunny morning hours of 
21st March 1970, A.10 Up and T-22 Up Suburban trains carrying 
peak load traffic of commuters, following each other on the 
Up through line, came in contact on their left with a 
structural moaber of a damaged gate shutter between Pare! and 
Curry Road stations. 

As a result of the accident, 52 commuters who were 




travelling on the treadp-plates got injured- Injuries of 
33 of them were classified as grievous. 

The cost of damage to the gate shutter and the 
shunting load was estimated at RSi605/-« 

Cause ; The gate shutter at the entrance of the Parel 
Workshop which was not properly secured in the opea position, 
swung in and got entangled with a shunting load. It was 
dragged ahead, buckled, brokai at its hinges and forced 
through the gap in the compound wall resulting in the 
horizontal of its angle iron frame infringing the moving 
dimensions of 12* wide stock, 

ReoDmmendations : (a) The accident emphatically 
points to the necessity of educating the staff on all 
railways in hazards of infringements. It is essential to 
bring to the notice of all the staff what constitutes an 
infringement and what action should be taken when one occurs, 
(b) In such accidents, where there are a large 
number of casualties, it ie desirable that senior officers 
of the headquarters also should visit the injured persons 
promptly to reassure the public and to ensure that adequate 
care is being taken. 

Accidents into wtiich statutory inquiries were held 
in the year 1969-70 are listed in Appendiss^B . The list shows 
the casualties, killed and injured, the estimated damage to 
railway assets and the 'Findings' in brief. 

16. Inci dence of Serious Accid ents inquired into during 

the, period j9'63~64 to 1968^9 and in 19^9-70 « 

(a) In relevance to the reports of High Level Committee 

appointed by the Govemmait, one in 1962 and one in 1968, 



"to look into the causes leading to acoidents on Indian 
Railways" and suggest accident-prevention measures, it would 
not be unreasonable to expect not only gradual, if not 
substantial, reduction in the incidence of accidents,, but also 
reduction in casualties - Killed and Injured - and in 
resultant Damage to Railway assets. It would, therefore, not 
be inappropriate to compare the incidence-figures, pertaining t» 
serious accidents during the year 1969-70 under report, and for 
that matter the incidence-figures in succeeding years, with 
the annual average of the incidence-figures during the 6 year 
period, 1963—64 to l96ft-69« 

(b) The Table below shows the number of accidents 
during the period 1963—64 to 1968-69 and in 1969-70 » into 
which inquiries were held by Officers of the Commission of 
Railway Safety, the Casualties and the resultant Damage to 


Railway assets :- 


Year 

No. of 
inqui¬ 
ries. 

Casualties. 

Killed Injured- 

' Damage■ to Railway 
assets.' 

1963-64 

9 . 

34 

186 

9,28,178 

1964-65 

13 

148 

185 

13,64,839 

1965-66 

13 

42 

349 

14,49,415 

1966-67 

23 

299 

1006 

21,01,668 

1967-68 

19 

121 

443 

31,85,439 

1968-69 

Total - 
fee: 6 
year 

18 120 

plus 510 cattle- 
heads 

502 

35,01,525 

g eriod 

Yearly 

Average 

95 

764 

_267l 

_11.25,30i.264^ - 

of the 

15.8 or 

127.28 or 

445.16 

or - 20,88,375.8 -e 

6 y ear 
period, 
1963-64 
1968-69, 

= 16 

to 

> 

=127 

=445 

28,88,376 

1969-70 

16 

192 

451 ’ 

40,61,542 


. i . ..it 

The incidence figures of 1969-70, in respect of 







Serious accidents indicate no iii 5 )rovement on the 
annual average figures over the 6 year period 
1963-64 to 1968 - 69 . The number of passengers 
killed, it is distressing to note, has been the 
highest during the period under review except for 
the year 1966-67, though it must be remembered that 
the extent of casualties in an accident is 
essentially fortitutous, 

17 . S er ious Accidents by HO-in CQ-togories and principal 

causes — 

^a) The table hereunder shows the number of accidents by 

Main categories for the 6 year period 1963-64 to I 968-69 and 


for the year 1969-70 


Nature of accident 

1963-«64 
to. 

1968-69 

1969-*70 

Collisions in 

Station yards. 

25 

2 

Collisions in Mid-Section 

2 

4 

Collisions in Automatic 
Signalling Territory 

7 

— 

Derailments 

51 

5 

Ckjllisions at 

Level Crossings. 

8 

- 

Fires in Trains 

6 

1 

Miscellaneous 

16 

4 


95 Tb 


The breaJ&-up by principal causes of the 95 cases in 


1963-64 to 1968-69 and of 

the 16 cases in 1969-70 

is shown in 

the following table •- 





cause 

1963- 

-64 to 1968-69 


1969-70 

No* of 
cases 

percentage 
of Total 

NO. of percen- 
cases tage of 
Total. 

Collisions - 





Train driven past 
Station fixed signals 
at Danger. 

13 

13.7 

1 

6.3 

Reception of train on 
clear signals oh an 
occupied line at a 
station. 

10 

10.5 

1 

6.3 

irregular shunting by 
Driving crew/gtation 
staff. 

2 

2.1 

1 

6.3 


Cause 1963—64 to 1968~69 _ 1969—70 _ 

No. of percoitage No. of percentage7 
cases of Total ca^es of Total. 


Train driven without 
requisite care in 


automatic signalling 


Section after stopping 
at signal displaying 
the Red aspect. 

7 

7.4 

_ 


Train driven without 
requisite care under 
conditions of total 
interruption of 
communications. 

1 

1.1 

2 

12.4 

0 thers( failure of 
station Staff/ 

Driving crew). 



2 

12.4 

Derailments - 





sabotage‘of track i.e. 
Malicious inter¬ 
ference by 
misereants. 

15 

15.8 

3 

18.7 

Train driven signi¬ 
ficantly in excess 
of authorised speed. 

2 

2,1 



Defective setting of 
points at Stations, 

1. 

1.1 

— 


Track Defects or 
failures. 

2 

2.1 

1 

6.3 

Rolling stock Defects 
or Failures, 

7 

7.4 

1 

6.5 

Combination of 

Rolling Stock and 

Track Defects. 

1 

1.1 



Mismanipulation of 

Train by Driving Crew, 

3 

3.1 



Collisions at Level Crossings - 




Negligence'Of Gatonen 
at Manned Level 

Crossings, 

1 

1.1 



Negligence of road 
users at Level 

Crossings, 

7 

7,4 



Other Accidents — 





Fires in Trains 
i) Electrical defects. 

3 

3.1 

1 

6.: 

ii) Negligence of 
passengers. 

3 

3.1 


- 





50 


cause 

1963-64 

to 1968-69 


1969-70 


NO. of 
cases 

percentage" 
of Total-, 

No. c f p ere en tage 
cases of Total, 

Explosions in Trains 
caused by(i)Anti— 
so cials/ (1 i) unau tho- 
rised carriage of 
explosive material. 

3 

3.1 

1 

6.3 

Acts of passengers 
in defiance of 

R egula tions-L eaning 
right out of carriages 
or crossing railway 
lines or travelling 
on roofs of coaches. 

5 

5.3 



Sudden Convulsions of 
nature-Cyclone or flood. 

3 

3.1 



M i s c ell an eo u s—tiuman 
Failures. 

2 

2.1 

2 

12,4 

0 thers 

4 

4.2 

- 


^0 ti 

95 

l^&O.OO 

16 

100.00 


It is observed that - 


Human failure, attributable to train-working and 
trainp-signalling staff, accounted for 45.5?J of Accidents in 
the period 1963-64 to 1968-69 Q-nd for 45?^ in 1969-70* 

Sudden convulsions of nature, acts of passengers in 
defiance of regulations and 1 ease of explosion in the train 
by anti-social elements accounted for 11*25^ of accidents in 
the period 1963-64 to 1968-69 and for 6.355 in 1969-70. 

15 accidents, or 15.855 of the total were caused by 
deliberate acts of sabotage in the period 1963-64 to 1968-69* 

3 such cases (18*755 of the total) occurred in 1969-70. it may 
be mentioned that no measures can be devised to counter the 
predatory intentions of determined saboteurs and this is a 
matter to be dealt with by authorities responsible for law 


and order 
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Recommeadations mad e - During the period 1963-64 
to 1968--b9t 22© significant Recommendations were made hy the 
Commission of Railway Safety as a result of investigations 
into serious accidents. In the year 1969-70, 48 Recommen¬ 
dations were made. By and large Recommendations made by the 
Commission ajre accepted by the Railway Board and the Railway 
Administrations advised accordin^y. Very few are, however, 
under correspondence between the C.R.S, and the Railway 
Board* 

19» Accidents inquired into by Zonal Railways - (a) It 
is impossible for the Commission of Railway Safety to inquire 
into all accidents of the type desorilsed in ^Section 83 of the 
Indian Railways Act. Statutory inquiries are generally 
confined to important accidents of a serious nature* Other 
accidents, as also averted collisions, breach of block working 
regulations, signals passed at danger, attmpted train 
wrecking, collisions at level crossings, derailments of 
passenger, goods or mixed trains, and significant failure of 
rolling stock, permanent way or works, are inquired into 
dcpartmentally and Proceedings sent by the Railway Adminis¬ 
trations concerned to Circle Officers for Scrutiny. 

(b) In the year 1969-7©, departmental inquiries were 
h^d by Committees of Railway Officers into 268 train accidents. 
These are summarised below under main categories 
(i) Derailments - 


To tal 

—104 

Failure of Axles/Joumals 

— 12 

Failure of Suspension/Bogie 


Components, 

— 11 

Failure of Brake-gear 

— 6 



failure of Tyres/i^eels 

Failure of Coupling Apparatus 

Failure of/Defects in Permanent Way 

Failure of Equalising Seam 

Mismanipulation of Trains/Excessive ^eed 

Incorrect setting of points by Station staff 

Sabotage of Track/Obstruction placed on line 

Miscellaneous (laulty Loading, 

Maintenance Defects in Loccmotives/ 

Rolling Stoclq Improper marshalling, 

Animals of Line, etc.) 

Cause not established 

Due to cyclone 

Due to slips caused by rains 

Animals run over 

(ii) Collisions — 

To tal 

Train driven past signal/s at Danger 

Reception oh clear signals on occupied line 

Trolley/Lorry not protected 

Failure of Station Staff 

Failure of Guards 

Failure of Driving Staff 

Incorrect setting of Points 

Miscellaneous 

(iii) Fires in Trains - 
To tal 

Electrical Defects 

Malicious interference/pass eng ers carrying 
inflammable materials 

Eattery Box coming in contact with 
live cinder 

Cause not established 

Acts of Arson/Vandalism 

Carelessness of Passengers or 
Ldning C^r Staff 

Miscellaneous 



(iv) Oo_lJ i jsiona at Hrossings — 

To tal — 65 

Road Vehicles driven carelessly — 49 

Pailure of Gateman 1-16 

Miscellaneous — - 

(v) Averted Collisions/Derailments - 

Total — 7 

Between train and trolley — - 

Attributed to Station Staff — 1 

Attributed to Driving Staff — 2 

Intereference with track, detected in good time — 1 

Incorrect setting of points — 2 

Miscellaneous — 1 


(vi) Other Accidents - 

Total 53 

Train Parting - 

passengers travelling in 

defiance of Regulations - 

Breach of Block Working Regulations — 1 

Attempted train wrecking/sabotage 21 

Trains running over obstructions 29 

Overshooting of signals ty Drivers - 2 


A brief summary of 59 selected cases inquired into 
by Committees of Railway Offif'ers is shown in Appendix *C‘. 

(c) A study of the Proceedings of Inquiries held ty 
Railways into accidents, falling under Section 85 of the 
Indian Railways Act, shows no other trend than the occurrence 


being, ly and large, the result of failure on the part of 
train-working and trains signalling staff to comply with the 
prescribed Rules and of railway assets not being* maintained to 
specified standards. There were, however, 20 accidents due 
to malicious interference of track/obstruction placed on line, 
and 21 cases of attempted train—wrecking which were detected 
by the line staff in good time. 



CHAPTER V 


GMERAL Rii^lARK3 ON MAIN-TiilAiJGS OP 
ASSETS AND QPERa llgN 

20. Pursuant to the acceptance of a reoomm^vaa t-.inn inaAe 
by the Railway Accidents Committee, the C.R.S, is required to. 
include, in the annual report, a general appreciation of the 
condition and maintenance of railway assets with special 
reference 1 d safety in train operation. While action on 
maintenance defects is generally prompt, it is common knowledge 
that no permanent way can be maintained nor rolling stock, the 
signalling installations, nor the electrical traction e<luij>- 
ment, to cent per cent perfection. 

21. Inspections of the track and bridges, signalling 
installations, electric equipment, locomotive sheds, carriage 
and wagon maintenance centres, sick lines and stations are 
carried out at regular intervals by the railway executives 

at various levels. The 0.R.S, and the Circle Officers, ^ve 
occasions to peruse Inspection Notes of Head of Departments 
and executive officers. It is considered that ve;^ification of 
follow-up action by the field staff would be faciliJ,tated if 
the Inspection Notes can be abridged as muct) as feasible. 

Reports of Circle Officers and Deputy Commissiohors 
of Railway Safety (Signalling & Telecommunication) and 
(Electric Traction) on Inspections of Open Line Sections, of 
New Lines, or Doublings and Diversions, and of Electrification 
highlight several departures from accepted practices and 
procedures. Some important observations contained in their 
reports of Inspection, are summarised in Broad outline 
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A. THE PERMANENT WAY 

(i) Ballast ; On'some sections there was a deficiency 
in ballast cushion - in one case the track was found resting 
only on 2” consolidated muck. Haunches were choked and 
screening of ballast was overdue. 

Some of the turn-in curves to loops at way side 
stations were noticed inadequately ballasted. Considering 
that serious accidents have occurred in the past on poorly 
maintained turnr-in curves, the need to ensure that turn-in 
curves to loops are properly anchored and are adequately 
ballasted is paramount, 

(ii) Alignment ; (a) Alignmait on curves on several 
sections admitted of substantial improvement. Variations in 
versines were excessive. Cant gradient was not proportional 
to the versine gradient on transitions. The prescribed 
values of superlevation did not in some cases accord with 
the graduated steps in the cant-boards provided to the 
maintenance gangs; on one curve the superelevation was found 
negative at places. The superelevation in terms of cant- 
board st^s was not painted on the inside of the inner rail. 
In a few cases posts for zeoo and maximum superelevation 
fixed on the cess were missing, 

(b) Curve alignment registers in some cases were not 
being maintained in the prescribed form and periodic checks 
were not being exercised by the Supervisory Officials 
concordant with instructions. It was evident in a few cases 
that the concerned staff did not adequately understand 
instructions regarding proper maintenance of curve registers. 
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(iii) Small closer pieces, evoa 1” or 2" in length, were 
used in crossing assemblies and elsewhere. This is admittedly 
a dangerous practice and pointed attaition to it was dravm by 
a Circle Officer even last year, 

A number of crossings were found worn out and tongue 
rails badly chipped. 

In the steel assembly of points and crossings, the 
holes for fixing the jaws were found to have elongated. This 
position obtained even on the Rajdhani route where llie highest 
speed on the Indian .Railways is permitted. In such 
assemblies, the jaws and keys were somdiow kept in position 
by bits of rods, screws and in such other unsatisfactoiy 
manner. 

In a number of cases, it was noticed that the wheel 
flanges were riding on the C. I, blocks of crossings in 
turnouts and at level crossings. This indicated either a 
deep flange or a head-worn rail or a non-standard block. 

The maintenance of the joints deserved more attaition 
as in a number of cases, it was noticed that the fittings 
were loose, the gaps were incorrect and rail ends were 
battered, 

(iv) In some stretches : 

Metal slet^ers were found cracked. Many sleepers 
were unserviceable. 

Cotters were missing from some CST~9 plates. 

Pull complement of spikes had not been provided on 
woodm slef^ers. Packing was loose and sleeper spacings awiy, 
particularly at rail joints. 
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('^) Sluipment with Gangs : Pemajaorit. Wu,y 
particularly on the new lines and doublings were deficient in 
eq.uipment, such as; graduated yard sticks and sleeper spacing 
diagramsj cotter splitting tools; socket-clamps with keys 
to be fastened on rails for fixing banner flags; squares large 
enough to span the rails; wooden mallets/logs fjr testing 
the packing of sleepers; Hand signal lamps and phowrahs. 

(“'’'i) Track Maintenance ; Running on certain sections, foj 
example Allahabad-Pratapgarh, ?ratapgarh-Lucknow via Rai- 
barelly was very unsatisfactory at speeds approaching the 
maximum permissible. It was desired that urgent action may 
be taken to improve the running, alternatively restrict the 
current maximum speed over the sections, 

B. LAYRL CROSSINGS . 

(i) It was found on one of the Divisions on the North 
Eastern Railway that all level crossings were deficient in 
flank fencing - an. essential provision stipulated in the 
Indian Railways Way & Works Manual, 

(ii) On some level crossings on the Southern Railway, 
protective gate signals were located at less than the specifiei 
safety distance (1320 ft.) from the crossing. It was desired 
that this infringement be made good without delay, 

C, BRIDGES . 

Some of the deficiencies noticed were s 

Top flanges of Girder Bridges were eorroded, 
particiilarly the portions below the sleepers; 

The depth and spacing of bridge timbers—w<ire.j3n4--in- 
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accordance with the requirements contained in the Schedule 
of Dimensions^ 

On a bridge on th e Nor them Railway almost all the 
bridge timbers required renswalj 

Non-standard fittings had been used and some of the 
fastenings were loose; 

Guard-rails had not been spiked to each sleeper 
as required# 

D. SIGN ALLI NG 

(i) It was noticed at some stations that Neale's Block 
Token Instruments were not sealed and > B* type key locks 
wherever provided were not rivet ted or otherwise secured - 
contrary to the instructions in the Indian Railways Signal 
Ikgineering Ma.nual. ' - 

(ii) At one station on the South Central Railway, a 
signal post located on an island platform which had been 
recently extended was found infringing the Standard Dimens-ionj 
^iii) At some stations light repeaters were not 
functioning. The lever quadrants were found broken at a 
number of places. 

(iv) The inter-spacing of automatic stop signals on tm 
Allahabad-Naini section of the Northern Railway and some on tl 
Churchgate-Virar section of the Western Railway was less tb 
braking distance. 

(v) On some sections, 'Sighting Boards' had not be^ 
provided as required. In some oases, their location was nc 
properly delineated on liie track. 

{ ■ '!. ) '.. ;i ^1- > T l d .,1 _ , i ■ 
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(vi) on the Western Railway, three instances came to 
notice of gate protection signals not being located at the 
prescribed adequate distance from the level crossings, 

(vii) it was found on the central Railway at one 
station that the signal control relays had outlived their 
useful life and needed replacemoit, 

(viii) unauthorised bridging of contacts had led to a 
serious accident on the central Railway and the need to 
discontinue forthwith the practice in vogue of bridging 
conta,cts for lowering signals under certain circumstances, 
which was fTajjight with danger, was emphasized* 

(ix) A case of faulty design in the installation of a 
combined facing point lock and detector was noticed on the 
MQstern Railway, 

(x) Signalling cables were not being subjected to 
periodic and random tests in most station yards as required 
by para 953 of Indian Railways Signal Engineering Manual, 

(xi) It was found at some stations provided with track 
circuits that platform lines were dirty, rails had rusted, 
overhead watering mains were leaky, and earth ballast existed 
in some portions. Some insulated joints had not been placed 
square and the stagger was more than permissible, 

(xii) There were quite a number of cases where inter¬ 
locking frames/station master*s slide control instruments 
were overdue overhauling and periodic testing. 

(xiii) At some stations on the 25 KV A&C traction territory, 
protective earths provided for the interlocking frames, 
apparatus housing, cables sheaths, etc, were not being 
tested regularly as prescribed, in a few cases separate 



earths had not firr^vl4,ed_anA in a few others, the~oarth 

conneotions did not conform to specifications. 

(xiv) On some stations on Vestem Railway the re¬ 
sealing of the 'cancellation keys' used to normalise the 
Double line Lock & Block Instruments was not being done as 
stipulated, leaving the Instruments liable to unauthorised 
operation. 

(xv) On the Northern Railway, the control on the 
advanced starter through the double line block instrumait was 
such that it permitted the signal to remain 'off’ even whea 
the 'line clear' was eanoelled. It was desired that the 
circuitary may be suitably amended to conform to requirements, 

(xvi) In the Palanpur-Umardeshi tokenless block sectio] 
of Western Railway, the track circuits fbr proving compete 
arrival of a train at the block post, were incorrectiy locate 
at the Advanced jStarter, instead of inside the Home Signal 
as required. 

JE, Eij-ac mio mcTioN . 

(i) It was noticed that of the 62 WAM-1 A. C. 
electric locomotives homed at Asansol, Eastern Railway, 
modifications recommended by M/S Rendel Palmer & Tritton had 
been effected on only 50. 

It was found that slips used for securing the 
imported tyres in position on certain D, C, electric loco¬ 
motives at Kalyan broke frequently, 

(ii) Cases of fire in A, C, as well as D, C. electric 
locos continued to aigage attention. It was observed i 


On A.C. electric locos fires were occasioned 



gaierally by: Arcs across CGR contacts; puncturing of 
capacitance resulting in ignition of oil nearby; and surge 
amo terminals and consequent phase to phase flashing 
at the bus-bar. 

On 0 , 0 . e-leotric locos fires resulted mainly from: 
failure of insulation of bakelite bars; cracking ^f the cabJ.e 
near the terminal lug in the H. T. compartment; failure of 
insulation of cable of exhausters and cable leading to 
pantographs, 

Wiile some of the causes are under examination by the 
Research, Designs and Standards Organisation of the Ministry o 
Railways, the need for an expeditious review in the matt dr was 
emphasized. 

j 

(iii) On seme of the electrified sections on the 
Eaetem Railway, it was noticed that t 

Fire extinguishers were not provided at all switching 
stations - some, where provided, were found unserviceable^. 

An electric mast was found leaning towards the traiic 
and the stagger of the catenary wire was in excess of the 
permissible limit. 

On a 55 kilometre long section, night inspection 
revealed sparking of the pantograph at 23 places on the over¬ 
head equipment - indicating that the running of the pantograph 
was not smooth and the current collection unsatisfactory, 

F. OPERATION . 

(i) It was observed that Rule Books at some stations 
were not posted up-to-date with correction slips and in a few 
cases the issue of correction slips was delayed by along as 
6 months. 
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Assuranoaa_i‘rx 2 m train signalling/train passing staff 
at some stations on their knowledge of revisions to Station 
Working Rules were hot obtained in time - the advisability of 
ensuring that station staff familiarised themselves with ail 
relevant aspects of station working and record their assurance 
without delay was pointed out* 

(ii) Several instances came to notice on the Western 
and Northern Railways, of contravention of extant regulations 
on working of trains during disconnection of signals, looking 
or other gear at stations, 

(iii) Instances of drivers performing excessive hours 
of duty on the foot-plate, attention to which was drawn in 
the report of the preceding year, continued to feature this 
year as well. Inspection of the Loco Shed at Guntakal, 
Southern Railway, revealed that a number of loco running staff 
performed duties for more tian 14 hours continuously. There 
were 247 instances of drivers based at Barawadih, Eastern 
Railway, being put on di ty from 14 to 20 hours di ring the 
period August 1969~December 1969* The advice recorded in the 
last Report - ^,,,,,, the incidence of over-hours on duty 
should be drastically reduced - onergencies excepted — if not 
avoided" is repeated herein, 

G. LOCOMOTIVES AND ROLLING STICK 
(i) On the Secunderabad Division, the speed-indicator 
of the diesel locomotive hauling an inspection train was found 
to have a residual error of (—) 10 km,p,h. It was desired 
that speedometers should be carefully calibrated at regular 
intervals. 




(ii) On the GimtakaL Division, it w^js noticed that 
exhauster of a VIM2 locomotive hauling a special train created 
as much as 28" vacuum. It was understood that this was a 
feature common to all WM2 locomotives.. The need for suitably 
•throttling’ the exhausters on these loojmotives to reduce the 
amount of vacuum created was emphasizei 

Xiii) Locomotives which should have been fitted with 
speed indicators and speed recorders were fcund in a number 
of cases, deficient or with the equipment out of order, 

(iv) On a number of occasions, the marshalling of 
wooden coaches was noticed to be in contravention of orders 
issued by the Railway Board, 

(v) Incidence of overloading in a number of oases 
was seen and brought to the notice of concerned officials, 

(vi) The maintenance of brake gears and draw bar 
assembly was found inadequate in the goods stock on' fest 
occasions, 

H. MBA.SURB S IDR DEA.L.TNG tf ITH ACCIDM TS. 
There were several instances of Guards of passenger 
trains not being equipped on the run with Portable Telephone^ 
Einergency Lighting Equipment and Fire Extinguishers, Cases of 
Guards not being oonversan t with the use of IbrtabLe Telephon 
as well as of First Aid Equipment also came to light. Some 
•First Aid' boxes were found deficient in their complement. 
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CHAPTER VI 

INTERNAL SAEETY ORGANISATION ON RAILWAYS 
— THE GENERAL RULES — 

22, Accidents attributable to sabotage of track, to 

unpredictable convulsions of nature such as heavy flood, 
cyclone or severs gale, to passengers acting in defiance of 
regulations, i.o, travelling on roof tops, foot-boards, 
buffers, and to recalcitrant road users causing collisions 
at level crossings are to be regarded as accidents over which 
the railways have no control. 

it is to be said that Rules for operation of Trains 
are framed to afford the maximum safety, as could be envisaged-, 
but in the ultimate analysis dependence on human effort and 
vigilance is unavoidable, and human fraility does come in 
at times to set at naught a system built up with care and 
calculation, it is-common know edge that railway materials, 
mechanical and electrical appliances do fail with wear and 
tear, occasional breakages of rails, failures of rolling 
stock components and traction equipment do occur on railway 
systems the world over. 

Analysis of railway accidents that have occurred 
during recent years shows that 70 to 755^ of the train accidents 
—. Collisions and Derailments — were attributable to lapses 
by the railway staff. No railway in the world has been able 
to find sure remedies against human failure, in the u.K. the 
Medical Research Council had carried out detailed investi¬ 
gations on the problem of drivers passing signals at Danger. 
Every aspect was dealt with, but the Council could not reach 
definite conclusions on the how and v/hy of the problem duo to 


many 



faotfvrs_-,-inyri1jrefi-. The problem is indeed complex. 

It is therefore just not possible to say why, at times, trains 
oire drj.ven past signals at Danger or why the train signalling 
staff take off signals to admit a train on an occupied line. 

23. In Chapter VI of his Report &r the year 1968-69, the 
C.R.S. had touched upon the Internal Safety Organisation, 
created as an adhoc measure at various levels. The Organisa¬ 
tion came into being as a result of the Railway Accidents 
Committe0^l962* 5 recommendations. The Committee had thai made 
it clear that as soon as the short term objectives were achievec* 
the Safety Inspectors in the Internal Safety Organisation shoiild 
be absorbed in the normal cadres. The objectives aimed at 
were to make the staff more safety conscious, ta discourage 
short-cut methods and in general to. create a spirit towards a 
better record of safety observance. In 1963-64, on Divisions, 
Safety officer drawn from the Operating Departmait, and 
Safety Counsellors drawn from Inspectors of various. Departments 
were appointed. At the headqiuarters level an Administrative 
‘Ifficer drawn from the Operating Department was appointed 
with assistants. In the Railway Board, a Safety Directorate 
was established with a Director, 

While the programmes that were launched to arouse 
safety-consciousness would have had the intended impact, it is 
difficult to gauge the extent of their suooess in specific 
terms. For this purpose, the extent of Reduction in Accidents, 
directly attributed to Human Failure — Derailments caused by 
Drivers exceeding authorised speeds or not observing 
restrictions on line. Collisions caused ty Drivers passing 
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signals at Danger or Station Staff receiving trains on 
occupied lines on clear signals, Ne^igence of G^-temen at 
level Grossings, and Serious irregularities, e»g. Trains 
driven past signals at Danger, and breach of Block-working 
Regulations, whether or not resulting in Averted Collisions — 
may be the base, notwithstanding the fact that the decline in 
their incidence is attributable, in considerable measure, to 
important safety works, progressively undertaken and completed 
such as Track Circuiting, Route Relay installations, improved 
Signalling, Complete Track Renewals, upgrading and/or inter¬ 
locking of level crossings, provision of Aids and so on. 

While it may be said that the incidence of major 
and minor accidents had shown a somewhat dvjClining trend on 
the aggregate, there has been no reduction in the number of 
serious accidents into which statutory inquiries were 
obligatory, nor the effects of accidents, viz. number of 
persons killed and injured and in the destruction of 
Railway assets. 

It is, however, considered tiat the safety organi¬ 
sational set-up, formulated by the Railway Accidents 
Oommittee-1962, would be capable of better performanoe, 
provided that • — 

(i) The duties of Safety Officials are specifically 
outlined to avoid clash, conflict or overlapping with the 
functions of the executives-in-charge. These shoiild include 
intimate liaison with their confreres, brief reports to 
their superiors on rectification of shortcomings noticed, 
and intimate association with investigations into 
accidents and unusual occurroncesj 



67 


(ii) personnol for tho safety organisations are 
carefully selected from among the senior experienced staff, 
well-versed in rules and procedures, competent engugh to 
instil morale, to ensure sufficiency of spares - e^luipment and 
relief staff — and to formulate measures to minimise 
repetitive incidence of typical occurrences on particular 
sections or in station yards. 

it was, therefore, suggested that the Railway Board 
may carry out a detailed survey of the functions of safety 
organisations at various levels with a view to explore the 
feasibility of remodelling these to a pattern that would be 
really effective. The views of ttie Railway Board in this 
matter are that the Safety organisation as constituted at 
present is functioning satisfactorily. 

24 . General Rules - (a) The General Rules were last 

reprinted in M^rch 1962, since then, about 70 amendments 
have been issued and a new Chapter entitled "Absolute permissive 
Block System" included as chapter 21. A separate draft 
chapter pertaining to tho system of working with mAU^ and MAOL 
Signalling was also prepared by the Railway Board which the 
Commission of Railway safety had scrutinised and sent its 
considered views thereon, 

(b) During the year ig68-69 the Railway Board under¬ 
took the task of revising the Goneral Rules pursuant to a 
recommendation made by the Indian Railways inquiry conimittee-* 
I 947 and viows expressed by the Railway Accidents Committee-62 
in part II of their Report, 

(c) Admittedly, amendments, corrections, modifi¬ 
cations or additions to General Rules for "the operation of trains 
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become inevitably necessary in the course of 
progressive developments. This process is continuous. 
Purthermore, some current Goieral Rules require 
streamlining or rewording, individually or groupwise, 
to make for bettor understanding. 

(d) In his Annual Report for 1 968 - 69 , the Commissioner 
had expressed the hope that a wholesale revision and 
rearrangement of the General Rules was not contemplated 

by the Railway Board, as it would be a step in the wrong 
direction. 

(e) The draft of the new General Rules was sent to 
the Commission by the Railway Board for their views in 

the latter half of the year 1969-70. Scrutiny of the first 
5 Chapters belied the hope of the Commission when it 
was noted that a wholesale revision of the General Rules 
and rearrangemait of the sequence of Chapters was 
envisaged. 

(f) Examination of the chapters, as drafted by the 
Railway Board, showed that instead of the emergence of 
clear cut and self-contained instructions, easy of 
implementation by the train working, train signalling 
and maintenance staff, the ®id product was one of 
confusion. Ihe Rules have necessarily to be clear-cut 
and easy of implementation and understanding as these 
have to be complied with by men of average calibre in ttie 
field. The new General Rules as framed envisage radical 
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whole sale revieisn and rearrangement to which the 
Oommlesion is ^ppoeei, the Commission suggested about 
35f alterations/additions/amendments to the Rules as 
drafted in the first 5 Chapters. 

(g) A wholesale revision and rearrsuagement of the 
Genereil Rules which form the basis of train working an^ 
safety of operation for over a hundred years and which 
are ingrained in the minds of thousands of Railway Staff, 
would not be desirable. These views of the Commission, 
duly stating its inability to agree to the adoption 
of new General Rules as drafted, have been conveyed to 
the Railway Board. The matter is now under consideration 

of the Railway Board. 
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CHAPTIR V II- 

RECDMMMDATIONS MADE BY THE RAILliA' 

ACCIDMTS INQUIRY CCMMITTEE I 968 
AS PERTAINING TO THE COMMISSION OP 
RAILWAY SAFETY. 

• • • 

25 . (a) In his Report for the year I 968 - 69 , the 

Commissioner of Railway Safety had made mention of the 
appointment of a High Power Committee, known as the 
Railway Accidents Inquiry Committee - 1968, vide Ministry 
of Railways* Notification No.ERB-l/68001/46 dated 3rd 
April 1968 . Commencing work in April 1968, this Committee, 
headed by. a former Chief Justice of India, completed its 
labours with the submission of the 2nd Part of its R^ort 
to. the Government in August 1969« 

The Terms of Reference of the Committee were j- 
(i) To review the position of accidents on the 
Indian Railways since the appointment of 
Railway Accidents Committee — 1962, in the 
light of recommendations made by it and the 
implementation thereof. 

(ii) To suggest measures for further minimising the 
accidents. 

(b) The total number of observations and 
recommendations embodied in Part II of the Committee’s R^ort, 
comprising 15 Chapters, is of the order of 500. A statistica’ 
appraisal of accidents over a period of 6 years was made, and 
all matters cognate to train operation and maintenance of 
railway assets, as also the role of research, staff matters 
and the stores organisation were dwelt ui>on in sufficient 
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detail. The vi-evs cxf the Ministiy pf Railways on. Part II 
of the Committee's Report are contained in a separate 
printed compendium* 

(c) In Chapter Jdll of Part II of this Report, the 
Committee examined the organiation of the Commission of 
Railway Safety and its functions and made 25 observations 
and recommendations* In January 1970, a Meeting was held 
by the Secretary, Ministry of Tourism and Civil Aviation 
and the Commissioner of Railway Safety with the Chairman 
and Members of the Railway Board to finalise Governmait’s 
views on the suggestions made by the Committee. Necessarily 
a few of the recommendations would take time to process. Some 
of the significant recommoidations which are “under 
Government's-consideration” are t 

(i) Increase of Circles in the Commission of 
Railway Safety from Pive to Seven^ the 
jurisdictions of these being determined by 
the Commissioner of Railvay Safety, 

(ii) Making the fifth Circle, viz, the S,E, Circle 
based at Calcutta, permanent as it has been 
tenporary since 1960, 

(iii) Apart from serious accidaits into which 

statutory enquiries are obligatory, Circle 
Officers should inq.uire into such accidents 
as collisions and derailments involving goods 
trains resulting in loss of life or grievous 
injury and accidents at level crossings 
involving loss of life aixi grievous injury 



to road users. 

^Notej Accident investigations of the 
type mentioned to the extent 
possible, will depend on the 
implementation of the suggestion 
in item (i) previous^JJT 

(iv) A rational grade structure for officers of the 
Commission, volunteers from. Railway service 
being invited from among officers in the 
junior A^toinistrative scale, 

(V) seniority of volunteer officers in the 

Commission should be reckoned from date of 
joining the organisation and there should 
be no bar to selection for grades up to that 
of the Additional Commissioner of Railway safety 
(Vi) selection for the post of Commissioner of 
Railway safety from among officers of the 
Commission exclusively, 

(vii) secretariat status, that of Additional 

secretary to the Govemmait of India, for 
the Commissioner of Railway safety, 

'^viii) Regretfully the salary of the Commissioner of 
Railway safety was not correspondingly raised 
to that of General Managers in S^tember 1965 
and the matter should be rectified without delay 
(ix) The office of the CJommissioner of Railway- 

Safety should be transferred from Luckiow to 
New Delhi. 
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(x) Circle. Offices should be located at the Head- 
q.uarters of Zonal Railways. 

(d) The Comioittee* s suggestions are considered 
acceptable. Their implementation will conduce to better 
fapnitip.s and .rtrncjjnnin^ of the Commission. It is desired 
that examination of the recommendations as..are •under 
consideration" of the Governnent and their ‘impleoien lation 
should be expedited in conjunction with the .Minis tri es 
concerned. 


o.xi. ouiiE '' 

(Camp) OOMMISSIbNER OP RAILWAY SAPETY. 

New Delhi, 

the 11th Decaiber, 1970. 




APPENDIX 

List of NOW Lines, xsouhlings, Diversions and Electrification 


of existing lines authorised during 1969-70* 


C^) New Railway Line s - 

(1) jhund to'Dharangadhra (western 
Re-ilway. Bnoad Gauge) on 19*4*1969* 

(2) Rew Up and Down passenger ply over 
Lines for despatch to and entry 
from Secunderabad (South Central 
Railways; Broad Gauge) on 26*4.69» 


Kilometres 

52.72 

9.30 


cabin (western Railway, pro ad 

Gauge) on 16.5.1969. 

2.78 

(4) Dahinsara to Mal^iya-Miyana (western 
Railway; j^etre G'^ge) on 6.12.1969* 

1.94 

(5) Halvad to Gandhidhan (Western Railway- 
Broad Gauge) on 30.12.1969. 

138.26 

(6) Alignment of New Hindumalkote station 
(Northern Railv^^ay. pro ad Gauge) 
on 1 . 1 . 1970 . 

3.00 

(7) Balharshah to wardha Bridge (South 
central Railway, proad Gauge) 
on 2 , 1 . 1970 . 

4.85 


(b) Doublings - 

(1) 'Banganga Bridge No.1252 on now up Line 
at Raisi yard on Moradabad-saharanpur 
doubling (Northern Railway. Broad Gauge) 
on 22,4ol969. 

(2) srikakulan Road to Rilaru (South Eastern 
Railv/ay. Broad Gauge) on 25,4.1969. 


0.84 

3.14 


(3) Girwar to Ganeshganj (central Railway. 
Broad Gauge) on 3*5.1969* 

(4) Ghatera to sagoni (central Railway. 
Broad Gauge) on 4.5.1969* 

(5) Nimoda to Narainpur fatwara (western 
Railway. Broad Gauge) on 13.5.1969. 

(6) Nollinarla to Gujjangivalasa (South 
Eastern Railway, pro ad Gauge) 

on 19 . 5 . 1969 . 

(7) Bareilly city to Bareilly junction 
(North Eastern Railway, j^etre Gauge) 
on 21 . 5 . 1969 . 


13.70 

16.19 

9.66 

8.00 

2.08 
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R'.ilomet.reg 


(8) Kanhan to Kajihan B3 oolr Hut j(South 
Eastern Railway: Broad Gauge) 

on 25 . 5 . 1969 . 2.05 

(9) Gorakhpur to Domingarh (North Eastern 

Railway; Metre Gauge) on 31.5-1969. 4.'^4. 

(10) Tilaru to Ko tabomuiali (South Eastern 

Railway: Broad Gauge) on 18.7.I 969 . 14. 1n 

(11) Manjuri Road to Baudnur (South Eastern 

Railway: Broad Gauge) on 23.9.1969, 15-82 

(12) Baudpur to Bhadrak (South Eastern 

. Railway: Broad Gauge) on 23.9.1969, 6.55 

(13) Sore to Khantapara (South Eastern 

, Railway; Broad Gauge) on 24.9.1969, 18.0] 

(14) Kotabommali to Bendikonda (South Eastern 

Railway: Broad Gauge) on 17.12,1969, 55%bo 

(15) Kareli to Bohani (Central Railway; 

. Broad Gauge) on 4.1.1970, 15,69 

(16) Bhi toni-Bikrampur-Go tegaon^Karakhel 
. (Central Railway; Broad Gauge) 

on 4 . 1 . 1970 . ^8.83 

( 17 ) Kalhar to Bareth (Central Railway 

Broad Gauge) on 16,1.1970, 9.61 

(18) Gomoh to Chandrapura (Eastern Railway; 

Broad Gaiige) on 14.9*69 and .28,1,1970 

in patches. 16,Sl3. 

(19) Jajpur-Keonjhar Road to Jenapui 
(South Eastern Railway; Broad Gauge) 

on 4 . 2 . 1970 , - 15.69 

(20) Manjuri ■ Road to Jajpur-Keonjhar Road 
(South Eastern Railway: Broad Gauge) 

on 4 . 2 . 1970 . 21,17 

(21) Lidhora-Khurd to Girwar (Central Railway: 

Broad Gauge) on 10.2,1970, 9.99 

(22) Sagoni to Ratangaon (Central Railway: 

Broad Gauge) on 11.2.1970, 11,02 

(.23) Hadaspur to Ghorpuri ’B' Cabin 

(South Central Railway:, _Broad Gauge) 

on 8.3.1970. 2.91 

(24) Andal to Taposi (Eastern Railway: 

Broad Gauge) on 9.5.1970. 10.32 

(25) Mokholi to Halarna (Western Railway: 

Broad Gauge) on 13,3.1970. 4.57 



Kilometres 




(C) 

Diversions — 



(1) Main Line between Jhansi and Karari 
(Central Railway; Broad Gauge) 
on 11.6.1969* 

2.03 


^2) Main Line between Mi^aj Junction and Madhav 
. Nagar (5outh Central Railway: Metre Gauge) 
on 

2.49 

(d) 

Electrification - 



(1) Bohdamundd. ■ to Jharsuguda (South Eastern 
. Railway: Broad Gauge) on 8.4.69. 

ie5.oo 


(2) Jharsuguda to Bilaspur (South Eastern 
, Railway; Broad Gauge) on 18.2.70. 

240.CC 
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APPEND IiC 'B' 

i.tst op accidents inquired inid by oppicers of 
THE COMMISSION OP RAILWAY SAPBTY DURING 1969-70. 


(K~ 

Killed) 

(I — Injured) 

Serial (Brief description , 

Casualties 

* 1 

^ (Damage , Cause 

No. , of accident , 

K I I 

(in , 

1 1 

I 1 

t 1 

t 

1 

f 

1 

1 

t 

r 

(Rupees , 

(to , 

, railv/ay , 

,assets. , 

1. Derailment of No.224 

Down Hubli-Mysore 

1. 26 

73,P09 Unai2 thorised 
interference 


Passenger between with track, 

Gulapalyamu and 
Venkataiapalle stations, 

Southern Railway, 
on the night of 

4.4.1969. . 


2, Accident to 11 Up 
Bur dwan-Ka twa 
Passenger Train 
between Anarun 
Halt and B ha tar 
stations on the 
B ur dwan- Ka twa 
single line Narrow 
Gauge Section, 
Eastern Railway, 
on 26,4.1969. 


3. Collision between 
20l Up Badarpur— 
Lumding Passenger 
train and the Down 
Trial Special at 
Km.128.91 between 
Mailongdisa and 
Harangajax) stations 
Northeast Prontier 
Railway at 16.40 
hours on 29,4,1969. 


4 15 31,100 Parting on 

account of the 
coupling hook, 
which was loose 
due to inherent 
defects, between 
the first coach 
ahd. the Engine 
coming off while' 
on the run and 
the driver stop¬ 
ping the eng me 
In contravention 
of extant Rules. 

3 12 6,58,820 The improperly 

s ecured Down Trial 
Special rolling 
down and entering 
the Block Section 
already occupied 
by the Passenger 
train on proper 
line clear. 











I 

Serial JBjUBf description 
No. I of accident 


Casualtie s 


'‘Collision between No. - 
18 Up I)elhi-44adras 
Janata Ejcpress train 
and No .52 Up Kazi- 
pet-Madras Express 
train between Chirala 
and Vetapalemu stations, 
South Central Railway, 
on 17 . 5 . 1969 . 


{Damage 

Un 

^Rupees 

Jto 

[railway 

[assets. 


Cause 


15,000 'Due to No.18 Up 

Express being drivai 
in disregard of 
Special instructions 
prescribed for ti%in? 
moving on 'Authority 
to Proceed-without 
Line Clear’. 


5 . Collision of No.54 Up - 
Hyderabad-Madras 
Express with No. 16 Up 
New Delhi-Madras 
Grand Trunk Express 
between Vetapalemu 
and Kadvakuduru- stations, 
South Central Railway, 
at 13.50 hours on 
17.5.1969. 


15 30,000 Due to No.54 Up 

Express being driven 
in disregard of 
special instructions 
prescribed for trains 
moving on 'Authority 
to proceed-without 
Line Clear' • 


6. Occurrence of casualties 4 
in No.20 Down Tinsukia- 
Siliguri Passenger 

Train between Dharamtul 
and Anjuri stations. 
Northeast Prontier 
Railway, on 21 .5.1969. 

7 . Eire in a Coach of - 

No.43 Up Darjeeling 

Mail at Cliandanpur 
station, Eastern 
Railway, on 16.6,1969. 

8. Derailment of 173 Up 1 
Passenger Train at 

New Misamari station, 
Northeast Prontier 
Railway, on 16.6.I 969 . 

9 . Derailment of 6 Down 72 
Allahabad-Goraldipur 
Express Train 

between Jakhanian and 
Dulahpur stations, 

North Eastern Railway, 

on 21. 6 . 1969 . 


'^9 7,990 Unauthorised carriage 

of explosive 
materials by some 
passengers. 


2,77,300 Electrical faults on 
the fan circuits of 
the Coach, 


5 42,79y Distortion of track 

due to excessive 
oreepf jamming of 
joints over a long 
length and absence 
of creep anchors, 

127 7,63,000 Unauthorised inter~- 

■^erence with track. 






Serial JBrief descrip tion 

; Casualties! 

Damage ’ Cause 

No. . r of accident 

. K • I , 

in . , 

1 

1 

1 t • 1 

Rupees , 

1 

1 

1 t ! 

to , 

I 

t 

f r t 

railway , 

^ ..._— J.— _______ 

- t _ IL ^ 1 1 1 1 11. _ ___ ■ l-„ 

assets. , 


10» Derailment of 11 Down'' 3 
Kumaon Express betweaa 
ifethras Road and Rati- 
ka-Nagla stations. 

North Eastern Railway, 
on 2.7.1969. 

11, Ccllision of D.513 Up 86 
Diesel Goods train and 
398 Up Asansol-Puri 
passerger train at 
Jajpur-Keonjhar Road 
station, South Eastern 
Railway, on 14.7.1969. 

12. Collision of Wadi 1j 

Bunder-Itarsi Freight 
Chief Goods Train with 
357 Down Bhusaval- 
Jhansi Passenger Train 
between Itarsi 'B' and 

I tarsi >C’ Cabins^ 

Caatral^Railway, on 
10.11.1969. 

13*. Ccllision of 196 Down 7 
Passenger train with 
a Shunting Load at 
Gorakhpur Junction 
station, North Eastern 
Railway, on 17.1.1970. 


14. Accident to No.328 1 

Up Secunderabad- 
Pme Passenger 
train during shutting 
at Wadi station, 

South Central 
Railway, cn 
28.2.1970. 


18 1,65,08i Unauthorised inter¬ 

ference with track. 


115 3,71,280 Reception of the 

Goods train on an 
occupied section. 


2 14,38,429 Due to the Freight 

Chief Goods train 
being driven past th 
Reception and 
Departure Signals 
o f T tars i JLR f no hS n _ 


29 1,44,700 Due to 196 Down 

Passenger being 
driven without 
requisite care past 
the colour Light 
Home and Routing 
Signals when the 
light at these 
signals was 
extinguished. 

4 - iUilure of the 

Driver to exercise 
sufficient 
vigilance and 
caution during 
shun t ing. 





C 1’ ® id 


Serial; Brief description ; Casualties 

Ne«. ^ of accident , -K -; -I 

I 

I t 

T 

\ . r - 

T 

-- f - 5 —- 

15. •Derailment of L.7 - 1 

Down Lcnavla-poona 
'Lecal at Km*138/- 
15-159/1 between 
Malayli and Kamshet 
stations^ Central 
Railway, oil 
3.3.1970. 


; Damage } 

, in Rupees, 

t ^ 1 

, railway , 
j assets. , 

42,528 Obstruction on the 
track caused by the 
dislodged bottom 
half of the gear 
casing of one of 
the driving axles. 
The gear casing 
got dislodged due 
to breakage of 
the gear rim. 


16. 


Casualties among 
passengers 
travelling by 
A, 10 Up Amber- 
nath-Bombay VI and 


52 Cf5 A damaged gate 

shutter infringing 
the moving dimen¬ 
sions of 12’ wide 
stock. 


No.T.22 Up Thaneu- 
lombay VT Suburban 
i’rains, between 
parel and Ourrey 
Read stations, 

Cen tral Railway, 
21.3.1970. 


TOOAL... "192'• '451 ' 40,61,542 • 
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. appendix «C' 

•Synopsis of a few Accidents, reportable 
under Section 35 of the Indian Railways 
Act, into which departeiental inq.ulries 
were hold by Committees ©f Railway 
Offioers/efficials m tKo y«o.r i9i9-.7o. 


At a Level Crossing : Between Kodigehalli and Banaswadi 
Stations, ^uthern Railway, on 7th April, I 969 , 

Desorlptlon t On 7th April, 1969 > at 20.05 hours, while 
No.9te>5 Up Passenger was running between Kodigehalli and 
Banaswadi stations on the Bangalore City - Salem M.C. Section, 
one double bullock-cart auddently crossed the manned level 
crossing between Quter and Home Signals at Km.407/9-10 and 
collided with the train aigine. There were no casnaltios nor 
was there any damage to railway property. 

Cause ; The accident was due to non-closure of the level 
Crossing gate at fin.407/9-10 oefore the Reception signals were 
taken off for Ihe train. 

Recommendation.^ : This level crossing is situated on a busy 
road. -There is.a.continuous stream of motors, lorries, ca.'~ts, 
etc. It is suggested thi t, thou^ it is situated within 2M 
feet of the Home Signal, it may be interlocked with the 
Signals to prevent accidents. 

2. At a Level Crossing : At Ihizullapur station, Northern 
Railway,. on 17 th April, I 969 . 

De scription ; On 17th April, 1969> after signals ibr 11 Up 
Eaqpress had keen lowered for a run through, the gateman of 
Level Crossing No.45-6 opened the gates for a kullock cart 
to negotiate the crossing. Bo.t, unfortunately while crossing 
the track the hind hooves of both the bullocks got trapped 
in the clearance between the check and running rails which 
caused obstruction of the Up track. The gateman with the help 
of others, including the cart driver, tried to extricate the 
hooves of the bullocks, but failed. This resulted in the 
bullock cart being hit by the-engine of 11 Up Express. There 
were .no oasualties nor was there any damage to railway property. 

Cause : The gateman is held resp^nsiole fer causing ai 
obstruction on the Up line in the face of an approaching train. 

Recommendatlon ; Whenever a level crossing is situated 
within station Ximits, it ^ould be inter-locked with the Homo 
Signal and telephone should also be provided over there to 
avoid recurrence of such accidents in future. 

3. At a Level Crossing ; Between Gwalior and Sithouli stations, 
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Central Railway, on 2cth ^^jril, I969. , 

Desoription ; On 20th April, 1969» Q-t about 05-08 hours, 
while 348 Up Agra-Jhansi Passenger train was running between 
Gwalior and Sithouli stations on Agrsu-Jhansi, Broad Gauge 
Section of Jhansi Division, its engine No.8904 Ml dashed 
against a Motor Truck Nd.MPG/2117, which had forced its way on 
the Railway Track after smashing the Jhansi side lifting 
barrier of the Level Crossing Gate No.421 situated at Km*1223/ 

10 from Bombay, There were no casualties. The cost of damage 
to railway property was R£;1,500/-. 

C auset The collision was caused by the driver of the Motor 
Tiuck having failed to keep his truck under control while 
approaching the level crossing. 

Recommendation : Nil. 

4. Collision : Between Son Nagar and Bagha Bishunpur stations, 
Eastern Railv/ay, on 21st April, 1969. 

Description ; On 21st April, 1969, M.P.372 Down Goods Train 
arrived at Son Nagar station at t4.00 hours and restarted at 
04.25 hours after the departure signals were lowered. 
Simultaneously Light Engine N0.I2I9T Cii/D with Loco Rest Van of 
5 Up S.G. Goods, which was standing at Ba^ha Bishunpur station, 
also started at 04.25 hours from there on lowering of departure 
signals. Both the train and the Light engine entered the 
single line block section from either side aid collided at 
Km,408/t§ at G4.37 hours. 

As a result of this collision, 6 emply box wagons got 
de?ailed and the engine of MP,372 Dcwn Goods telescoped with 
the Light engine. 

The collision resulted in the death of one person, 
grievous injuries to 4 persons and minor injuries to 11 persons„ 
The cost of damage to railway property was estimated at 
Rs,3,95,CX)0/-. 

Cause : The accident took place on account of the two trains 
MP.372-and, 5 S.B, light eigine with R/van entering the same 
block section between Son Nagar end Eagha Bishunpur with theii’ 
Drivers in possession of proper tokens extracted simultaneously 
from the block instruments of Bast Cabin, Son Nagar and Ba^a 
Bishunpur station respectively due Id a line contact. 

Recommendation: Nil. 


5* Derailment ; Phirangipuram station. South Central Railway, 
on 2lst April, 1969* 

Description ; On 21st April, 1969, at about 07.57 hours. 
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while Up iWJ.rer Arrow Goods (double headed) was passing through 
Phirangipuram station on Tadepalli-Donakonda Metre Gauge 
Section, 10 wagons fjth to 14th from fiigine, derailed and 
the leading pair of wheels of the 15 th wagon was floating, 
obstructing through running. There were no casualties. 

Railway property estimated at Rs,53,575/- was damaged. 

Cause ; Rxcessive speed and injudicious application of 
brakes brought about the derailaent. 

Recommendations ; (1) It is necessary that in case oP doiible 
headed .working the second engine driver i s also notified about 
the caution orders as well as any other restrictions imposed 
in the Brake-power Certificate, His acknowledgement should 
also be obtained to that effect along with the leading engine 
driver. 

(2) It is seen that in the case of light load, the Drivers 
are taking less running time than the prescribed one aid this 
variation is excessive depending on the individual Drivers as 
well as the load of the train. Taking into account the need 
for issuing different timings fbr maximum load as well as 
light load trains, two sets of intersection running time, viz,, 
*A speed timings and B speed timings’* should be issued for 
both Up and Down directions for all goods trains at starting 
stations. Drivers should be clearly notified to observe 
either 'A* dr ’B* speed timings depending on the load of 
the train* This^will eliminate the incidence of Drivers 
overspeeding under light load conditions, 

6, Pire ; Between Kelva Road and Saphala stations, Western 
Railway on 23,4*1969, 

Description ; On 23rd April I 969 , a-t 13.10 hours fire was 
noticed in six oil tank wagons of 556 Up Goods Train between 
Kelva Road and Saphala stations of the Western Railway, As a 
result 3 railway servants were grievously injured and 4 others 
received minor injuries. Besides, 17 other persons received 
grievous injuries and 10 minor injuries. Railway property 
to the extent of Rs,47|000/- was damaged. 

Cause ; Petrol leaking from the tank wagons dropped 
on the.cinders fallen on the track from the train engine. The 
master valve and discharge valve of the tank, as also the 
blank flanges, had not been tightened up. These resulted in 
the leakage of petrol. 

Recommendations ; (1) The fact that as many as 4 tank 
wagons -out -of 11 at Kelva forming the rear part of 556 Up were 
found to be leaky indicates that there is an urgent necessity 
for tightening up the supervisory control by TXRs at all 
loading points. 
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, ^ TBfe-XXSsifeij "tjcsriji -axa^ of all the stations 

on I he rxm_-should adjso be alerted on^'hane<jessity=50.f de tan ting 
l^aJiage--in oil tanks and rectifying the defects. 

(3) It is desirable to provide suitable fire extinguish.ers ‘ 
:in thsL-brake van of fuel specials. 

7. Pi re t Vangani Station, Central Railway on 25.4.1969, 

Description t On 25th April, I 969 at about 18.29 hours, 
coach N 0 .CR 3752 iifP, 3rd from engine on 5.12 Up Karjat-Bombay 
Local caught fire and was completely gutted excluding the 
under-frame at Vangani station situated at Km.77/99 from 
Bombay on the Kalyan-Karjat Broad Gauge Section. There w0re 
no casualties due to the accident. The cost of damage to 
railway assets has been estimated at Rs.22,000/--. 

Cause ; The fire was due to the 15 way Junction Box in the 
lavatory (Poona end) beccming overheated due to loose contact 
as a result of tampering of the said Junction Bex by some 
unknown person/persons. 

Recommendations ; (1) Pire extinguishers should be provided' 
in the Brake-van of the Karjat Local as well. 


on 


(2) The overhead water tanks in the lavatories of the coach'* 
the Karjat Local should be filled with water everyday, ** 

(3) Specific instructions should be issued to the Yard 
Master Kalyan not to detach the vater tank from the fire 
fighting unit under any circumstances without the consent of 
RPF Inspector (Pire) Kalyan. 

(4) One spare fire fighting truck, similar to Truck No.5971 
should be constructed so that the same could be used effectiv»<j 
whenever the other fire fighting truck is marked sick or sent(^ 
to shops for POH. 

(5) Guards, ^s and kSi/is should be sent for training in 
isolating a coach electrically in case of smoke or fire 
observed from electrically equipped coaches as required in 
the Hand Books of Guards and SMs, 

8. At a Level Grossin g; Between 5ivapur and Birur stations, 
Southern Railway, on'30tta April, 1969. 

d escription ; On 30th April, I 969 , at 23.20 hours, while 
No.^7 Up-Passenger was running between Sivapur and Birur- 
stations, on the Birur-Talaguppa M.G, Section, it was dashed 
into by Lorry No.MYD 2403 at manned level crossing gate No.2. 
The collision resulted in simple injuries Id the cleaner of 
the lorry. There was no damage to railway property. 
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Causet Tho -a^>oji to sudden orojssing of loriy 

ln:,;tha fa-oo the approaching tmiT> tiie ga-taman on 

(iuty was in the process of closing the leval. crossing gate 
leaves on the right hand side (towards Sivapux) after closing 
the gate leaves on the left hand side (towards Birur), 

Recommendations ; (1) As an immediate measure, the level 
Crossing gate should be provided with telephone communication 
with the nearest station. 

(2) As a permanent measure, the crossing should be provided 
with Signals. 

9, Derailment ; Between Bergaon aid Murtazapur stations. 

Central Railway, on 2nd May, 1969* 

Be scrintion ; On 2nd May, 1969, at about 02,05 hours coach 
NocS 750 CH GT marshalled 12th from the engine of 39 Down 
Bomb^-Nagpur Express derailed of its trailing trolly first 
at Km.617-12/13 between Bergoan and Murtazapur stations with 
the right wheels dropping outside the traclu Subsequently due 
to the cross pull, the leading trolley also derailed before 
the coach came to a halt at Km,618/10. No casualties were 
involved in the mishap. The cost of damage..to railway assets 
has been estimated at Rs.40,855/—. 

Cause ; The derailment of the trailing trolley occurred due 
to a violent hitting and moicntary wedging of the brake shoe 
assembly of the leading truss bar of the leading wheels between 
the right side check rail and gauge rail at the level crossing 
at Km.617/12, as'a result of working out of the right truss 
bar hanger top pin of the leading truss bar of the leading 
wheels. 

Recommendations ; (1) The hanger pins should be modified 
into a bolt with a castle nut and a securing split pin for 
better safety. 

(2) The present arrangement of securing the truss bar safety 
brackets with one bolt and nut or one rivet at either end is . 
found to be unsatisfactory as the 12 mm x 50 mm safety 
brackets are quite heavy and as such the rivets and bolts 
become loose in service. It is, therefore, recommended that 
the safety brackets should be fixed with two bolts and nuts' 
with tack welding or with two rivets at each end, ' iUcther 
it is also recommended that the safety brackets should be 
fixed on the central longitudinal on one side and on the 
head stock on the other side and secured in the vertical 
position witn 50 mm as depth and 12 mm as width to give 
better bending resistance as has been done in IRS stock, 

10. Eire; Vangani station, Central Railway, on 2nd May, 1969« 




■Ueserip tiom On. 2nd May, 1969» at about 20.3Phours, 
aogine • N6*4015 type caught fire while working:Ji^4 

Madras-Bom bay Janata Express at Km.76/l6 near Up Auvatioed 
Starter of Vangani station on ihe Kalyan-KarjatrBroad Gauge 
section. No one was injured due to the accident. The damage 
to the locomotive has beai estimated at RSi2,000/-, 

Cause* The fire originated near No el overload relay 
in No.T”High Tension compartment of loco No.4015 
cause of the fire was parting of the High Tension Cable 
running between No.l overload relay and Line Switch 1 
at the terminal lug of the No.1 overload relay. 

Recommendation s; (1) The Committee recommends that the 
H. T. .Cables .from No.j overloa'd relay to LSI Switch and from 
No.1 overload relay to equipment switch should be replaced. 

(2) Since the parting of the Cable took place due .to , . 
vibration dn the unsupported 4* length of H. T. Cable, the 
Committee recommends that additional wooden cleats should 
be provided to avoid the vibration on the cable. 

11 . At a Level Crossing ; Between Aligarh and Harduaganj 
stations,-Northem Railway on 12th May, 1969. 

Description ; On 12th May, 1969> train No.356- Down Bareilly- 
Agra Bass eng e.r collided with Bus No.UiS^J79’72'®-t the manned 
level crossing No. 84-B/2 between Aligarh'euid Harduaganj 
stations. As a result of the collision 22'passengersv-ln the 
bus were killed and 34 received injuries. .The cost of damage 
to the railway property has beai assessed at Ra 175/-» ■ ■ 

Cause ; The gateman failed to close the gate leaves in 
tim’e and the Bus driver, attempted to pass thrpugh . the level 
crossing in the face of the approaching train. 

RftcomMenda ti ons ; ( 1) The seetion Harduaganj-Aligarh be 
connected-to Tundla control on the "Section Control" line also 

(2) A Railway telephone should be provided in the Health 
Unit Aligarh with a parallel connection to the residence of 
A,M.O.(In-charge) Aligarh. 

12. At a Level Crossing ; Banda Station, Central Railway, on 
13 th May, I969<r 

Des cription ; On 13th May, 1969, at about 01.37 hours, whilfe 
No.5^2 Up Manikpur-Jhansi East Passenger, after starting from 
Banda station situated at &a.13l9/l4 from Bombay on Jhanst- 
Manikpur Broad Gauge section of Jhansi Division was approachi> 
*B’ Class non-interlocked level crossing gate No.454 situated 
short of the Down Home Signal, it hit a Private truck No.USS- 
4003, which had come on the track at the Level Crossing. The 
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gate was open to ro ad traffic. There was heavy damage to the 
tiuck and injuries to all its five occupants. The cost of 
damage to railway property was of the order of RSi450/-, 

Cause ; The accident was due to the gate not having been 
closed to road traffic for the passage of the train and no 
danger signal having been displayed to the approaching train. 

Recommendation ; Nil- 

13. At a Level Qrossi^ ; Ba-gbahra station, South Eastern 
Railway^ . on. st May, . 1969, 

Description ; on 21st May, 1969, Down Dies^ open empty 
special ..ran into Motor Truck No.MPR 6761 on manned level 
crossing gate between Up Outer and Home Signals of Bagbahra 
station. The accident resulted in the death of two persons and 
injuries to two others, all of whom were occupants of the truck. 
The cost of damage to railway properly was estimated at 
Ri20,400/-. 

pause ; The truck entered into the level crossing 
unobstructed and came on to the track whan the train ran into it 
The gate-keeper was held responsible for his failure to be 
present at, and close the gate. 

Recommendation ; Dne gate being extremely busy it should 
be interlocked as soon as possible and prior to interlocking the 
gate, a phone connection between the gate lodge and the Station 
Master should be installed so tiiat the Station Master may be 
assured of closure of the gate before lowering signals for a 
train. 

14. Derailment ; Akbarganj station, Northern Railway on 23rd 

May, 1969.. 

Description ; on 23rd May 1969 while Down Food Grains 
Special .No. 26 was passing through Akbarganj station, tfagon 
No.15227 NR, 43rd from the train engine, which developed hot 
axle, derailed at 23.10 hours by all wheels, 9 other wagons, 

49th to 57th from the traih engine also derailed by all wheels 
as a result of cross-piUl and a series of severe jolts. No 
casualties were involved in the accident. Railway property 
to the tune of R4 95,562/- was damaged. 

pause ; The accident was due to the development of hot 
axle on-wagon No.15227 NR while on the lun. 

Recommendation ; The systan of ‘safe to runt examination 
for down - through trains at Rosa is found to have languished aad 
many of the down trains are being given only box feeling. 
Occasionally, some of the trains are not"being examined at all. 
While cent per cent safe to run examination to down throu^ 
trains at Rosa has to be ensured, responsibility for deviations 
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also should>y the Dlvi6ion«l Superinteadeht, 
"■Roradahad. There is no-syeLtaa^of phecld-ng 
overdue-oiling as required under Headquarters letter No.802-M/. 
14(M-1) dated 15*4^ in Rosa down yard in the d^ shift. 

This system also needs to be introAioed by the Divisional 
Superintendent, Moradabad. 


1»S. Derailment ; Between Akbarganj and Sindurwa stations. 
Northern ftaiTway, on IStltJune, 1969. 


Descrintion; fn I8th June, t969, the Bigine of 107 Down 
pass enger" ■.ToTl«489 WS derailed while nagotiattog a 1° Curve 
due to the excessive speed of 85 Km.p.h. at which the engine 
was being driven. The presence of ballast pieces laid on 
both the rails contributed to the unstable conditions. 


Cause: The Driver of the train was held responsible for 
contrav^ing Regulations — GR*s 89 (a)&(b) j 122^ 163(b)(iii)&(iv)» 


T?<af>r>tnrnandation ; The tj^^ting and maintenance of the^portable 
telephone set provided on^'^e train should be dtiwie a^ ®»pur 
and not at Luclnow, as is the practice now. 


16.Derailment; A^hai statioh, IJentral Railway, on 22nd 
July, -19G"9^ 

Dgsorit)tion ; On :22nd Jmly, I9b9, at about Q9.58 hours/ at 
foas. 1418/4-5 at Ajhai station, the rearmost ooaches Nos, CR65®t 
GTOG and CR2912 bPC, of 6 Up Mail derailed due to the pin of 
the right brake hanger of the leading truss bar of the leading, 
bogie of ooacdi iro.CR6590 GGTG working away. Tlfere were no 
casualties. The extent of damage to 'railway property was of 
the order of !lSi5^350/^. 

Cause ; No safety bracket was provided on the right side of 
truss bar and GI wires were prdVided in lieu. As a result, 
the fight hand brake assembly started hitting Itfe track and 
subsequently got entarfgled in the throat of crossing of point 
NO.&-B resulting in the right leading wheels of leaching trolly 
mounting over it. 


Rfiftommendation ; Nil, 

17. Derailment ; Between Duklangia and Mariani stations, Nertheast 
frohtier Railway, on 20th August, 1969* 


•Pesoription ; On 20th August, 1969> Train No,27 Up Passenger 
derailed,"after colliding with a Motor Tyuok No.MNS 3549»“1®*^®‘- 
with boulders, at an unmeu^ned ’ C’ Class level ©rousing at 
.Kia.82/4-5, between Duklangia and Mariania stations of the 
Railway, The accident resulted in goievous injuries to one 
fireman and minor injuries to another. The cost of damage- to ^ 
railway property has be(|i estimated at 
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Cause ; The collision was due to rash and negligent 
driving on the part of the driver of the Motor Truck without 
observing the Safety rules before passing the unmanned level 
crossingo 

Recommoadation : The Level crossing should be manned# 

18, At a Leypl. Crossing; Between parsendi and Sitapur 

stations, -North.Eastern-Railway, on 20th Augmst, 1969» 

Description ; On 2oth August, 1969» while Up Bupty 
Special Goods. train .with 15 a 18 load was running between par- 
s@ndi and Sitapur stations, its train engine dashed gainst a 
loaded motor truck No#UPD.9069 at manned level crossing gate 
NooSBS at Km«94/0-1« The accident resulted in the death of - 
one imknov/n person travelling in ttie bus and of the truck 
driver a,nd cleaner. Two firemen of the train sustained minor 
injuries. The qost of damage to railway property was of the 
order of Rs.18,000/-, 

Cause ; The Gateman did not close Ihe level crossing 

gate, 

’19, Eire ; Aroan and Shikohabad stations, Noslthern Railway 

bn 25th August, 1969. 

Description ; While No,1 SP Up passenger train was on 
the run in-the Aroan-Shikohabad section, the Guard of the 
train heard some passengers shouting and stopped the train at 
Km. 1291/8 by applying the vacuum brake. It was found that the 
lavatory at the saiikohabad end of the First Glass Bogie No,NR 
FC792 had caught fire. No casualties were involved in the 
accident. The damage to the Railway property has been 
assessed at Ri 1,30,485/-, 

Cause ; The cause of the fire could not be established 
beyond all-reasonable doubt, and, therefore no railway staff 
was held responsible for the accident. 

Recommendations ; (1) The primary maintenance of the 
Rake Link-N9,9S- is at Ferozepore and tiie secondary maintenance 
is“viit. Delhi, putting the secondary maintenance incharge of 
only an Assistant Fitter at Delhi is not eonducive to safety 
and efficiency of Train Lifting maintenance in the limited 
time of 3 hours and 45 minutes, it is, therefore, suggested 
that the complemoit of staff for secondary maintenance in 
respect of the electrical portion should be in accordance 
with the Recanmendations of the work-stud/ Team, viZ; 2 
Fitters, 1 Khalasi and 1 Assistant Fitter, 

(2) A study of the relevant Rake link will show that 
342 Down which starts from Ferozepore at 09,45 hours on 
Sunday finally returns to Ferozepore as 34l Up on Friday at 
07,40 hours after having worked as 2 FTD/1 SF/2SF/1FTD/341 
Up* This period of nearly 5 days is considered too much 
for the batteries 
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to reiaain charged especially at the slow speed at which this 
train travels. The rake link should be broken so as to 
provide more frequent cell examination and cell charging. 

When this Rake Link runs late which is fairly frequent for 
passenger trains, the time available for primary maintenance 
at Perozepore is correspondingly reduced* 

(3) According to the R,D.S.O's instructions, the positive 
and negative wires should have run separately on the two sides 
of the coach and not in the centre. This should have been 
done during the last P.O.H. 

(4) The main wiring has been done by using aluminiiJim cables 
but in the 15 way juiiction box thimbles-are made of copper and 
are under-sized for the aluminium cables. This has 
necessitated the cutting away of the few strands of the 
aluminium cables so as to accommodate the same inside the 

und r~sized copper thimbles. This is an incorrect practice, 
contrary to the recommendations of theR, D.S.O, and should be 
discontinued forthwith, 

(5) Insulation test with the help of a meggar should be 
invariably performed when turning out the coaches from the 
Workshops after Periodical Overhauling and a proper record 
should be maintained. This will ensure the detection of 
flav;s if any in the wiring* 

20, Derailment } Between Ullal and Mangalore stations, iSouthem 
Railway, on 29th August, 1969* 

D escription ; On 29th August, 1969> at about b8,15 hours, 
while No*545 Kasargod-Mangalore Passerger was passing Em,883/“ 
7-9 between Ullal and Mangalore, the right radial spring 
hanger bracket of the train engine XD 22457» which was running 
tender foremost, gave way and both the radial wheels derailed 
resulting in obstruction of Nirough running* No casualties 
were involved in this Accident. The cost of damage to railway 
property was Rs. 1 o/- only. 

Cause ; The derailment was due to the breakage of two of 
the-fixing colts and working out of the nuts on three other 
bolts, as a result of which the right radial spring tilted, 
completely off-loading the right radial wheel. CJonsequentry, 
the right radial wheel jumped over end derailed outside the 
rail and the left radial wheel derailed inside. 

R ecommendations -; (1) All the spring gear suspension bracket 
bolts should be withdrawn during Schedule IV, examined and 
renewed wherever necessary and it must be ensured that these 
bolts are drive-fit ones. 

These bolts should be made of high tensile steel. 
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(2) The train was worked tender foremost owing to the only 
PI class engine allotted for this service behig under repairs. 
A better and more recently built tank engine should be 
allotted for this passenger service, or in the alternative, 
turning facilities should be provided at K^-sargod. 

21, Derailment ; DQ^rauli Block Hat and zamania stations, 

Eas"tem Railway on 31st August, 1969»^ 

Description: 31st August, 1969 at about 02,23 hours, 

whire'HooV Up 'Toofan Express ex-Howrah to Delhi hauled by 
engine Uo.lCPs7726 was running between Derauli B,H, and-zamania 
stations on the up line of the sanapur-Mughalsarai non- 
electrified Main Line S'^ction, 9 coaches of the train next to 
the engine derailed of all wheels between KJn.707/7 and 707/11 
blocking the yp Main Line. 36 passengers sustained trivial 
injuries due to the accident. The cost of damage to railway 
property was of the order of RSi42,000/-, 

pause : The derailment was due to tampering of the track by 
some person/persons unknown. 

RecoDmendation: The existing instructions on locations 
of Gang Tool Boxes should be reviewed so as to ensure 
greater Security, 

22, Derailmen t; Between Dhond and Baramati stations. 

South Centra Railway on 11th September, 1969, 

Description : pn 11th September, 1969r while train 
IJo,h11 Down was running on the Dhond-Baramati Narrow gauge 
section, a loaded wagon marshalled fifth from the en^ne 
derailed at km«270/6-7* The loss to Railway property was 
estimated at Rs,1025/-, 

pause: The derailment of the wagon was the result of 
the~imFaiance caused by the coabined effect of the reduction 
in the load of the wagon while on the run, due to the contents 
dropping out gradually through loosely fastened side flap and 
side doors, and an ill fitting pivot. 

Recommendation* The possibility of posting a separate 
Trnin Examiner t^t the Dhond NS’-rrow ga\;ige yard for examining 
and maintaining the n,G,* stock should be considered, 

23, Pire: Betv/een Khar and B^-ndra stations, ^Jsstern Railway 
on 'ZnS^october, 1969*; 

Description; pn 2nd petober 1969? coach No, 112 b of SWl1 
Down Electric train caught fire between Khar and Bandra 
stations of Ihe vestern Railway, There were no casualties. 
The cost of damage to rad.lway property has been estimated 
at Rs.2,79 ,poo/— 
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cause * The dire was due to initial flashover to 
earth in the incoming portion of the HS circuit breaker. 

Recommendations * ^i) protection of the feed line from 
pantograph up to the incoming point to the H.S, Circuit breaker 
by means of a roof fuse should be considered. Although this 
does not provide complete protection to the equipment, 
especially in case of high arcing faults which tend to draw 
low currents, such probabilities woiild become much less, 

(ii) isolation of fault by sub—station ll,S, Circuit breakers 
is-absolutely essential for limiting damage not only to 
rolling stock, but also to oveihead equipment in case of 
faults, Por this purpose the increase in fault level by 
provision of track cabins should be expedited. 

(iii) The provision of di/dt rel%- or delta i relay for co¬ 
ordinating simultaneous tripping of both the breakers feeding 
a section should be technically examined with a view to 
improving the protection of rolling stock and overhead equipment, 

(iv) Since the extensive damage to equipment is caused 
more by the continued burning of the coating of paint on the 
panels, the use of fire proof or fire retarding paints for the 
panels inside the hT compartment should be considered, 

(V) The fire fighting facilities should became as far as 
possible independent of City Pire Brigade*s assistance. This 
will be essential especially between Borivli and virar v/here 
an approach to the site of accident in time is well nigh 
impossible by any means. Since the fire fitting equipment is 
very often subject to vandalism and pilferage, what is 
available in the stock besides being inadequate is also often 
not in working order. The arrangement of providing fire 
fighting equipment inside hT compartment has to some extent 
reduced these incidents, jt should be augmented by facilities, 
such as, high pressure carbon dioxide cylinders inside tiio 
HT compartments which could release large quantity of the 
gas by operation of an emergency handle from outside to 
effectively put out or smother fire in the hT compartment, 
it would be worth even studying the possibility of providing 
a temperaturo sensing device which can automatically operate 
the cylinders. Early consideration and effective solution of 
this problem are absolutely essential to protect passengers 
and expensive equipment and to minimise da-mago to the R'lT stock 
on the suburban section. 

(Vi) The live portion of the incoming terminals should 
be taped, 

(vii) insulation caps should be provided on the foundation 
bolts to prevent direct arcing between any live part and the 
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Volts on tUd HSCS« 

-^'*►11) In every inspection, the riSCSJ contacts should be 
Inspected and the pressure between theci c>>ni»ld be checked 
and adjusted to specified value. 

(ix) The HSCB parts must be thoroughly cleanea curing me. 
periodical inspections to avoid tracking of insulation 

24. Derailment ; Hollar-pur station, Eastern Railway, on 
25 th October, 1969 . 

Description ; On 25 th October, 1969, while Diesel 433 Up 
Goods train with a load of 57 = 60 worked by Engine No.18H3/ 
WIM~2 was being admitted on the Up Loop line at Mollarpur 
station, the train engine entered into tne Sand Hump resulting 
in derailment of the train engine and 14 following wagons - 
some of them having capsized, blocking tEte up and down lines. 
There were no casualties involved in the accident. Tlie cost 
of damage to railway property was estimated at Rs, 1,41,500/-. 

Cause ; The derailment was due to the Driver disregarding 
the.Home and Starter Signals and entering the loop at a speed 
exceeding 13 Km.p.h. 

R econmendation ; Nil. 

25 . Derailment ; Between Bhiknur and Talmadla stations. South 
Central Railway on 29 th October, I 969 . 

Description : On 29th October I 969 , at about 05.10 hours, 
while No.DSL ^Special Down Goods Train was on the run between 
Bhiknur and Talmadla stations of the South Central Railway, 

4 wheeler wagon No.NRC 920Q, marshalled 20th from the engine, 
derailed of its rear pair of wheels at I&a.529/8-9. The train 
continued its onward journey in this condition for a length 
of approximately 284 metres whereafter this wagon and another 
19/22 wagons derailed and capsized between Km.529/5-5. The 
wagon in front viz. the 19th wagon was also pulled off the 
track and the draw-bar between this wagon and the one ahead 
. was wreched off the head stock. There were no casualties. The 
cost of damage to railway property amounted to Rs,1,17,580/-. 

Cause ; The trailing pair of wheels of wagon No.NRC 9208 
f 20th wagon from the engine) dropped off the rails du-e to 
(a) excessive speed and (’•). uneven loading. 

Recommendation ; The Commercial Departmait should be advised 
to instruct all stations at transhipment points to ensure that 
the loading of MG stock is done strictly as per the instructions 
in force, and excessive and uneven loading avoided. Special 
care should also be exercised at loading points of cement 
and stone slabs, and clear instructions issued regsirding the 
distribution of cemsit bags and number of stone slabs so as 
to ensure even loading. 
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2o. —^erailaen t : Chandiuandir statija:g)i, Kox j/nern Rai Iway 
on l5th iJoveabery 1969, 

Description : On 15th Noveaber, 1969». at 07.55 hohrs, the 
Down’-Specif (ioods train ex: Kalka to Anbala ran through 
dSuraapim and Chandiuandir stations and derailed on the slip 
siding. 2 persons were injured due to the accident. The 
cost of daaage to railway property has been assessed at 
Ra 2 , 25 ,eio/-. 

Cause : The derailuent was due to inadequate bra^w power 
before departure of the train frea Kalka and failure oh, tile 
part of the driver to take adequate precautions before Re¬ 
starting freo the Upper Jhajjar Bridge where the train had 
stopped for vacuum trouble. 

R ftonnnendati,nns ; (1) The foils of 06ki(U61 and GPRii—kk 
should be serially numbered to avoid tampering at a s]ibsequent 
stage by employees involved in the accident, 

(2) Out of 2 vacuum exhausters at Kalka, one is xwjt working, 
for over an year. It should be oomuissioned early, 

(5) Due to long steep gradient between Kalka and Chandi- 
mandir, provision of catch sidings at Surajpur and Ghapdi- 
mandir is recommended, 

27 . Derailment t Anittidal station, Southern Railway, on, 

15 th-November,- I 969 . 

Description ; On 15th November, 1969, at about 04,55 hours, 
while-No,40^9 ^wn Goods was allowed to run through on the 
main line (Road 2) on clear signals at Anattidal statioh in 
Tiruchchirappalli-Manamadurai M.G, Section, 19 wagons (iSth 
to 36th from the engine — all loads) derailed between the 
Down Home and Up Starter Signals at Km,505/2-10. As a Result 
of the accident, the Guard of the train received minor injuries. 
The cost of damage to railway property was estiijated at 
Rs. 1,40,716/-. 

^ause: Derailment of an unknown wagon on the train, caused 
by certain track defects, combined with defects, presumably in 
the wagon, which, however, could not be established. No 
Railway staff is held responsible, 

Recomnendations ; (1) It is suggested that the Railway 
Administration may-pursue the suggestion of the Additional 
Commissioner of Railway Safety, Southern Circle, Bangalore City, 
made in the report on the derailment of No. 1127 Up between 
Pidugurala'and Nadikude in April, 1964, with the R.D.S.O. and 
the tolerance for rate of change of gradients laid down. 

(2) In all cases of dissensions, particularly at the 
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Assistant Officers* fiiquiiy, a review of the proceedings of 
AcciciaarLt affioers*^ ,i3n.qulry diould be done by Soaior Scale 
Officers, collectively as a Oonuittee, and not individually. 


28. Derallgent ; Burhanpur station, Central Railway, on 
18 th "Nov euber, 1969* 


Description ; At atout 0.53 hours on 18th Noveuber, 1969, 
Ooach No. o 24 -Ck WCD narshalled 12th froa the engine of 5 Itovn 
Mail derailed with its loading pair of wheels of the leading 
trolly at point N 0 . 6 -C at Ka.s.499/C-1 at Burhanpur station on 
Bhusaval-Itarsi BG section of Bhusaval Division. There were 
no casualties. The cost of dagago to railway property was 
estiuated at RalOO/- only. 

Cause ; The derailment occurred due to the right leading 
hanger coning under the wheel which resulted in the right side 
wheel to uount and drop outside the track, causing the 
corresponding lift side wheel to drop inside the track. 

Recoaijiendatlons ; (1) IRGA. Rule No. 12 should be suitably 
amended to make it obligatory on the part of HTXR not to pass 
the coaches fitted with open type of safety loops after 
workshop repairs, 

(2) All the coaches fitted with open type of trues bar 
safety.loops should be replaced by closed type of safety 
loops on an urgent basis, 

(3) Till such time Recommendation No.(2) is implemented, 
the starting stations should ensure that the coaohes of thi$ 
typo are subjected to thorough ej^mination of the fitting of 
brake-gear to ascertain that there are no deficiencies and in 
addition secure the brake beam with chains or wire ropes of 
adequate section as an added precautionary measure, 

(4) Intermediate stations should ensure that the safety 
chains/loops are intact during the train examination and also 
specially look out for any likely deficiencies of brakevgeai: 
fittings. 


(5) With the progressive dieselisation and increase in the 
lergth of Mail, fSpress/passenger trains, the train examination 
staff strength should be suitably augmented to intensi^ the 
examination. This aspect should receive urgent attention 
particularly as it may not be feasible to increase the ± 
halt of the trains at the train examination stations, 

29 . Derailment ; Anas Cabin, Western Railway, on 6 th 
January, -1970*' - - 

Desori-ption t On 3th January, 1970, II*R No.5639 of 26 
Up A.C.C.. Express derailed over points No .8 at Anas ‘B* Cebin. 
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There were no casualties. The cost of dariiago to railway 
property was estimated at Rs, 18,000/--. 

Cause ; The derailment was due to working out of the pin 
holding-the brake hanger to the bracket of the hogie frame 
head stock on the left leading and and dropping on the run, 
causing the brake truss to drop and rest on the safety straps. 

Recomuaidation ; Nil, 

30* Collision ; Garwa Road station, Eastern Railway on 
10 th January, 1970. 

Descriptio n; On lOth January 1970, line No,2 of the Garwa 
Road. station-was blocked by the load of 6 Down S.B, Crane 
Special. In the mean time, Goods Train No.MP 62 Down with a 
load of 46 eriply wagons and 2 brakcvans arrived and collided 
with the former, at about 23.55 hours. As a result of the 
collision, loaded BIR N 0 .ER 989 I 3 , which was the first vehicle 
of the Crane Special at the Kalka end got derailed of all. the 
four wheels of its Howrah-end trolley. The next two vehicles, 
namely Inspection Carriages No.70 and 154 were saaehed and 
thrown off the rails and staff coach No,NR FC/728 got derailed 
of four Kalka-eiid wheels. The collision resulted in the 
death of 1 person and injuries to 6, of whom one was 
grievously hurt. The cost of damage to railway property was 
of the order of Ri50,550/-, 

Cause ; The collision was due to the Driver of 62 Down 
passing approach signal in the >0N* position. 

31, Derailment ; Betweai Mahin and Matunga Road stations, 
Western Railway on 23rd January 1970. 

Description ; On 23rd January 1970, the second coach No. 120 
B of 56 -Up derailed between Mahin and Matunga Road stations 
of Western Railway, No casueilties were involved in the 
accident. The damage to railway property was to the extent 

of Rs. 4 , 400 /-. 

Cause : The accident was caused by the reservoir having 
beeaiTbroken, being loose and fallen on track. This fouled 
the eighth rear wheel of north bogie on the run. 

Reconaendations ; (1) It is seen that on the underfraae a 
large number of parts are slung. There is no separate gang 
for the inspection of these suspensions. In view of the 
safety, it is suggested that separate gangs should be created 
in the Carshed to inspect the suspension arrangement so that 
necessaiy remedial action can be takKn in time. There are 
about 400/500 nuts holding various fixtures, to inspect these, 
one fitter per day per rake is required extra. Thus nine 
fitters(ELI') grade 110-180 (5 during day and 4 during night 
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(2) The auxiliary tsaiks in the MAN stock is not provided 
with a-sound suspension arrangement* Instead of side bracke¬ 
ting, it is considered t!a t it will be better to suspend the 
tanks from the top so that the vertical forces can be 
aocommodated by the vertical suspension studs. Alternatively 
it is suggested that the arrangements followed in the other 
stock may also be adopted in this stock, 

(3) It is seen that one of the studs was welded with 
another part of the stud. Similarly one of the straps after 
breakage was repaired by welding. This apparently must have 
been done due to non-availability of right type of storea. 

It is, therefore, recommended that the Stores Branch should 
ensure that the right quality of material is supplied to. the 
consuming departmait, 

32, ^llision ; MertaRoad station, Northern Railway, on 
1st February, 1970, 

I ' ■ . 

Pescrj-ption : On 1st February, 1970, engine No,3717 TG 
of Jodhpur and 3265 YG shunting engine collided in the station 
section of Merta Road station. As a result of this collision, 
all the i^ender wueels of 371? Y3, all wheels of 1st and 2nd 
wagons ffom the train engine derailed and ©apsized. There wert 
no casualties. The cost of damage to railway property was of 
the order of Ra2,704/-. 

Cause ; The driver of Sigine No,371? YG passed the Down 
Outer signal of Merta Road at Danger, 

Recommendation : The visibility of down approach signals of 
Merta Road is adversely affected by a series of bright yard 
lights. The visibility should be improved. Moreover, in 
general, signals were dim. Focussing and cleaning of glasses 
should be done at more frequent intervals, 

33. At a l"evel Prossing : Sewait station. Northern Railway, on 
9 th Februai^y, -1970. 

i 

Description ; On 9th Febiuary, 1970, a collision took place 
between-Up Qnpty Mela rake and Truck No,7035 UPI at L/xing 
N 0 . 70 /C at Sewait station. There were.no casualties. There 
was also no damage to railway property. 

Cause ; The accident occurred as the truck driver got the 
gate forcibly 'unlocked and opened by his own men and tresspassec 
in the face of the approaching train although restricted by 
the gateman on duty. 


Recommendation; Nil 




34.Fire* Boisar station, i^estern Railway- 
March 1970. 
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Description ; on 4th March 1970, fire broke out in the 
generator caf“of 28 up at Boisar station of 4 fes tern .Rail T^y, 

There were no casualties. .Cost of damage to railway property 
was to the extent of Ri70,000/-. 

pause ; Live cinders in the Ash pit got lodged either on 
the members of the underframe soaked in coal dust and oil or 
came into contact vi th the oil soaked wooden flooring of the coach-. 

Recommendations ; (1) The Generator cars of 1956 build for 
A,On Express ^a:.hs are with wooden flooring aid v/ooden body. 

These pars are susceptible to instant fires, due to the presence 
of oil, which may get soaked on the coach members and thereby 
provide an ideal combustible material. The Generator Cars 
should be built with all steel monbers, having chequered plate 
leak proof flooring and pipe drains, with properly sealed 
receptacle underframe for collecting waste oil etc. thereby 
eliminating the possibility of the waste oil sprinkling on to 
the under frame members as at presents 

(2) T3-11 such time the present wooden body of pov/er Cars is 
repla.ced by all steel body in A, C, Express trains, the train 
should be hauled by diesel locomotives. 


( 3 ) Detergent mixed solutions should bo used for cleaning the 
li^oring inside the Generator Car and also the underframe 
members, 

(4) immediate arrangements should be made to provide leak 
proof steel flooring with chequered plates in the engine room. 

(5) The drencher cock arrangements for quenching ashes must 
be maintained in proper working order on all the locomotives 
and the present practice of blanking off this equipment should 
be curbed immediately. 




in addition to putting responsibility 
quenching dropped fires, it should be 


on the loco staff 
made incumbent on 


the 


station staff also to ensure that live cinders are not allowed 
to remain on the track after passing of a train. 


(7) Tili such time the arrangements suggested above are 
implemented, action should be taken to scrape and scrub inside 
and outside the wooden flooring and underframe manbers of all 
oil deposits, with either chemical detergents or soda ash. 

(8) The Generator C^-r should not be left unoocupied and some 
members of Electrical crow should always be available in the 
Generator cars whether in service or idle, who should examine 
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the same at every stop on both sides (platform side and off 
side) for any lealsage of oil, etc. 

( 9 ). Possibilities of providing automatic fire .fighting devices 
in the Generator Cars, which house costly equipments should be 
e3cplored in consultation with experts on the subject and if 
possiole the same should be provided at the earliest, 

35 . Derailment ; Diva station, Central Railway, on 9th 
March,- 1970 . 

Descriptio n; On 9th March, 1970, at 06.02 hours, Down Goods 
Train No.VD/B5L/P0 Ii/ 6 hauled by engine No.20179 VrM2 while 
entering Diva station, g3t derailed at Km.41/11 and travelled e 
distance of 3 Electric structure lengths before automatically 
coming to a stop obstructing the Up through line. There were 
no casualties. The cost of damage to railway property has been 
assessed at Rs,62,894/-. 

Cause ; The derailment occurred due to the connecting rod 
of wagon No.SR-351B3, 21st from the engine, dis-engaging, 
falling on track and getting firmly wedged into the crossing 
of point N 0 .I 02 of the Diva Central Cabin wrenching out the 
brake shaft from its bracket, thus causing an obstruction in 
the path of the following wagons resulting in the derailmait, 

Recommendation ; Priority ’A* Mkl may be issued for 
fitting a suitable safety strap for the connecting rod either 
in common with the brake shaft arm, or a separate one. 

36. Derailment ; Bommidi station. Southern Railway, on 16th 
March, 1970. 

Description ; On 16th March, 1970, at about 01.07 hours, 
while No. 19 Down Madras Central Cochin Harbour Terminus Mail 
train was passing through Bommidi station on the Jolarpettai- 
Irode B.G. Section, one pair of wheels of Coach No.GT3886 
derailed first at the crossing of points N 0 .B-I 4 and subse¬ 
quently rerailed at the crossing of B-12 A in a 'distance of 
l8l’-3”. No casualties were involved in the accident. The 
damage-to railway property was only Rs,165/-. 

Cause ; The left leading wheel of the trailing bogie of 
the coach mounting over a flat iron piece which was wedged in 
between the left hand wing rail and splice rail of frog of 
the crossing of points No.R/ 14 at the trailing aid at Bommidi 
station. The flat iron piece was one of the safety brackets 
that had got wrenched out from the same bogie coach No.GT3886 
and fallen on the track, ultimately getting jammed in the 
frog of the crossing. 

Recommaidation ; Till recently brake gear pins were fitted 
with split pins v/tiich were renewed once in two months, -^s it 
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was found that the split pins were getting sheared 
frequently, these were replaced recently wilii cotters. 
Examination of the cotters revealed that these cotters were 
also subjected to severe shear stress which could bo caused 
only by heavy sido lurches of the bogie. These split 
Cotters should be replaced by solid steel cotters secured with 
safety split pins at the bottom, so that the possibility of 
shearing of the cotters can be minimised. 


37,Derailment; Sithouli station, Central Railway, on 18th 
MarcIT, 

Description; on ISthM^-rch, 1970, at about 05,12 hours, 
Coach NQ,i'CT846-SE, marshalled third from the engine on 15 
Down Grand Trunk Express which was running through Sithouli 
station derailed of all the four—wheels of its Delhi end 
trolly at Km. 1216/7 from Bombay and travelled in the derailed 
Condition for ^a distance of 1230 feet. There were no 
casualties. The cost of damage to railway property was 
assessed at Rsv7>100/-, 


cause; The derailmoit was due to breakage of Ihe . 
left journal of the leading pair of wheels of flae Delhi end 
trolly as a result of hot box. 

Recommendation ; Nil, 

Sa.Dei'ailiaent; rhoki station, South central Railway, on 
24th M^rch, .1970, 

Description; QZi 24th M^rch, 1970, at about 16.05 hours, 
while No,1 Latur-Kurduwadi passenger train was rolling into 
Dhoki station, the leading bogie wheels of the tender of the 
train engine No, 730-0 derailed after passing point No, 2, No 
casualties were involved in the mishap. The damage to 
railway property has been estimated only at Ri50/-, 

cause; The derailment was due to excessive speed at 
the . turri-ou t. 


Recommendations; According to the Assistant iforks 

Manner, Kurduwadi, Tenders with pressed Steel type bogies 
as provided in g/ 730 were subjected to vertical movements and 
sid^ osciallations at speeds over about 48 KXa,p,h, As the 
permissible speed is 50 Kci,p,di, it was suggested that trials 
may be carried out by the Divisional Mechanical Engineer and 
Divisional Engineer, Sholapur, This should be taken up as 
uarly as possible,. 

(2) pending the above, it is suggested that the permissible 
speed in the LS-tur-Miraj N.G, Section be restricted to 40 KXi.p.h, 

(3) to overaged engines to the extent of 60 to 70 
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per cent of the total, ax—oxd track aid due to hee.vy 
grades in the section, the Drivers are prone to run at higher 
speeds and above the maxiiaun permissible speed at times, 
particularly on dov«i grades before negotiating an up grade, as 
otherwise, they will not be able to negotiate the Up grade 
due to heavy load. Load trials are already submitted by the 
Loco Inspector and Fuel Inspector/KurduwadL. It is suggested 
that the load be reduced by. 20 per cent, 

59* Ck)lllsion ; Madras Central station, Southern Railway, 
on 30th March, 1970, 

Descr i ption ; On 30th March, 1970, «.t about n ,©0 hour:^, 
while l'jo,MS7 hadras Central-Pattabiram Military Siding Local 
Train was being started from No.8 Platform at Madras Central 
station on the Down Fast Line, the onpty rake of No.IM 4 
Trivellore-Madras Central, which had earlier been drawn ahead 
from CanaO. siding No.1 to the Down Slow Line, was backed and 
collided with the engine of MS 7 Local train. As a result of 
the mishap, cne person was killed and eight others received 
minor injuries. The cost of damajie to railway property has 
beai estimated at Rs,15,30O/-. 

Cause : The pointsman hand axgnaxiea the enpry raKe of 
No.IM 4 to pass Shunt Signa.1 No,76 while this signal was ’ON^. 

• 

Recommendations ; (1) The Starting Signal No.13 on the Down 
Slow-Line should be i^ifted to accommodate rakes of normal 
composition handled on the suburban ’^ash down sidings. 

(2) The number of pointsmen may be suitably augmented for 
ensuring relaying the signals after a review/. This should be 
done not .only in Madras area, but also in such other areas. 
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